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Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and unbiased 
investigation as to whether commercial motor vehicles are 
paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies of 
transport and jurisdiction over all of them by the same 
body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








A GUIDE TO WAREHOUSES 


N this issue of THE TRAFFIC WORLD is published a 

guide to warehouses that specialize in serving the 
needs of large shippers. It will be repeated hereafter in 
the first issue of every month. This directory is unique 
because its plan was literally designed by subscribers 
for the magazine. It is the first of a series of three 
interrelated guides that were developed in conferences 
with representative shippers; those for motor trans- 
port lines and water lines will follow. 

Since last June our advertising department, 
through personal interviews and the use of question- 
naires, has conducted a study to determine exactly 
What shippers wanted to know about the various dis- 
tributional agencies they must use and how this infor- 
Mation could best be organized to serve them in the 
development of their plans. 

Those interviewed emphasized the inconvenience of 
the many divergent sources of information that must 
be used whenever distribution plans have to be read- 
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justed to meet changing conditions. They urged that 
the data they required be brought together in a single 
source and that a plan be devised by which the diver- 
sified facts might be collected in a way that would 
make them simple to use, and, if possible, graphic. 


Out of these conferences the various suggestions 
took shape in a “Map of Key Distribution Areas” that 
coordinates the various steps in distribution. It is to 
be a large map, 38 by 52 inches in size, so that it can 
be worked on. It will show in black the railroad freight 
rate territories, state and county boundaries, and the 
names of the principal retail centers of the country. 
In red will be shown the names and boundaries of 69 
major and 146 secondary distribution areas in the 
United States and Canada. These boundaries are so 
designed that they may be regrouped by those who use 
the maps to fit varying sets of conditions and to co- 
ordinate sales and distribution areas. 


A panel in the Atlantic Ocean will summarize the 
conditions governing the conduct of business in each 
of the states, while on the outer margins of the map. 
will be given basic data regarding each of the 215 areas 
and the names of the distributional agencies serving 
the areas. Opposite each port will appear data regard- 
ing water lines. The map is also a work sheet in that 
provision is made for recording company statistics 


’ that may be required for making graphic the mapping 


of distribution plans. It serves automatically as an 
index that brings together quickly the amplifying data 
carried in the informational guides in the magazine. 
This map is being prepared for distribution about the 
first of May. 

The warehouse guide, which makes its initial ap- 
pearance in this issue, is in itself a useful service. It 
gives the facts most wanted by those who are responsi- 
ble for the selection of such services, but as an in- 
tegral part of the larger program it will prove even 
more valuable. The warehouse and motor transport 
guides are to be published monthly and the water line 
section weekly in order that timely and corrected in- 
formation may always be available. 

On behalf of the advertising department THE 
TRAFFIC WORLD thanks those who have so generously 
given of their time to supply data and to advise in the 
organization of a plan by which the advertising of 
those who serve the principal shippers may be made 
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useful both to our shipper subscribers and to the 
advertisers. 


WHY A COORDINATOR? 


VEN the things that Coordinator Eastman, in his 
fourth report, proposes that a permanent Coordi- 
nator should do, could, we think, be as well or better 
done by the Commission, of which Mr. Eastman is 
still a member, functioning also as Federal Coordina- 
tor of Transportation. Mr. Eastman himself, in his 
report, considers the possibility of the Commission do- 
ing these things, but thinks they could be done better 
by a Coordinator. We think to the contrary, for the 
obvious reason—if for no other—that, with the Co- 
ordinator doing them, politics is likely to interfere— 
indeed, it has already interfered—whereas, the Com- 
mission is not subject to political control, except, of 
course, as the members thereof may be sensitive to a 
desire for reappointment; they are not, however, di- 
rectly subject to such control, and the Coordinator is. 
For instance, the Coordinator proposes to do something 
that may be adverse to the interests of labor; labor 
uses its political influence to block him—as it has al- 
ready done in connection with proposed terminal uni- 
fication projects by protesting to members of Con- 
gress and the President—and the matter thus comes 
to rest on a political and unsound basis. 

We think the problem of efficient, economical 
management should be left with the railroads, with 
such suggestions as the Commission may make from 
time to time. It is true that they have not yet come 
to realize in full the obligation that rests on them and 
that, as Coordinator Eastman points out, their new 
Association of American Railroads has been a disap- 
pointment in this respect—but that is better than 
having them subjected to the control of an adminis- 
tration agent, however, high-minded the incumbent 
may be. They may even, in time, come to act as they 
should, especially if they are relieved of the “alibi” 
furnished by the emergency transportation act and its 
creation of a Coordinator. 





RAILROAD LABOR COSTS , 


ITH all due respect for Mr. Fitzgerald Hall, presi- 

dent of the N. C. and St. L., and his admirable 
treatment of the subject, “The Spectre of Government 
Ownership,” in his address at the annual dinner this 
week of the Traffic Club of Chicago—and with prac- 
tically all he said we agree—we still must criticize 
his failure to meet frankly and fairly the issue of costs. 
Speaking of this he said: 


The Congress of the United States is constantly burden- 
ing and hamstringing the railroads. This seems to be done 
largely because the gentlemen of the Congress are or seem to 
be afraid to deny many of the demands of organized railroad 
labor. The present boom-time level of railroad wages and 
many of the existing working rules are the result. Railroad 
employes are entitled to as full and fair compensation and as 
favorable working conditions as the nature of the business rea- 
sonably admits, but they are not entitled, as a class, to special 
and preferred treatment at the expense of the equal rights 
of the owners and the rate-paying public. There are pending 
in the federal Congress today bills, sponsored primarily by 
railroad labor unions, which, if enacted into law, would, with- 
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in a short time, practically bankrupt every railroad in Amer- 
ica. The only reason why the railroads are subject to this 
particular character of treatment is because the Congress is 
so fearful of the supposed political power of that highly organ- 
ized minority known as the railroad labor unions. 

So, Mr. Hall recognizes the problem of labor cost. 
He, however, blames it on others than the railroads 
themselves. We beg to point out that the bills in 
Congress to which he directs attention are but a dan- 
ger for the future—they have not yet been enacted 
into law—and the present railroad labor wage scale 
is not due entirely or chiefly to legislation, but to the 
failure of railroad management itself to grapple with 
the situation and at least endeavor to reduce wages 
—now at the peak of all time in face of business de- 
pression and lower wages in other lines of similar 
employment. 


DEALING WITH RAILROAD LABOR 


HE Federal Coordinator of Transportation, as a 

result of a study, has made the discovery and the 
announcement that there are some 200,000 railroad em- 
ployes now not subject to the labor restrictions in the 
emergency transportation act—in other words, that 
there are 200,000 employes who could, without trans- 
gressing the law, be discharged in bringing about rail- 
road operating economies. Well, what is he going to 
do about it? What are the railroads going to do about 
it? 

The Coordinator has often explained that, in the 
bringing about of economies, his hands are tied by 
the labor provision of the act. Now he himself an- 
nounces that they are untied, to the extent indicated. 
The railroads have also asserted that they are ham- 
pered in the same way by the same labor provisions, 
because they choose to believe that the prohibition 
in the law with respect to reducing the labor force 
applies to them as well as to the Coordinator. Now, 
to the extent indicated, they also are no longer 
hampered. 

The Coordinator blames the emergency transpor- 
tation act for his failure to deal effectively with the 
problem of railroad economies; he also illogically criti- 
cizes the railroads for not doing something, though he 
has insisted that the law is binding on them as well as 
on himself; the railroads use the law as an alibi; they 
also are fond of talking about the strangle-hold that 
labor has on Congress, though most of the things about 
which they talk are merely things to be feared for 
the future and not yet actualities; Congress deserves 
most of what is said about it; it is subservient to labor; 
but how much more subservient is it than the Fed- 
eral Coordinator, representative of the administration, 
or the railroads themselves, who are paying the peak 
of wages at a time of business depression and lower 
wages in similar employment? Congress is often 4 
public prostitute but, at least, it has difficulty in hiding 
its red light under a bushel. Everybody feels free t 
“cuss” Congress and the administration if he is not 
pleased, but many of those who do the “cussing” ought 
to look to their own conduct. 
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Current Topics in 
Washington 





Every now and then the Commis- 
sion receives a paper bearing such 
words as outlaw, barron, and king. 
More rarely, according to memory, 
forrest is to be found with outlaw, 
barron and king. 

A king and a baron chasing an outlaw into the forest sug- 
gests the time of Robin Hood. Of course, baron and forest 
are spelled in an unusual way. But in the time of Robin Hood 
ee spelling was uneven, something like some old brick side- 
walks. 

Of course, many men know R. S. Outlaw, Harry C. Barron, 
Thomas F. King, and R. C. Forrest and know them to be 
honorable and likable men. But still it is hard to get the 
Robin Hood idea out of one’s head when there is such a com- 
bination of names on a paper filed with the Commission. 


Perhaps the Commis- 
sion Has a Little 
Robin Hood Business 





Hoists in taxes on gasoline by New 
York, Pennsylvania, and Delaware, in 
1934, appear to have driven gasoline and 
oil business to other states, decreased use 
of motor vehicles, reduced consumption 
of the things that make the gasoline 
buggy go, and increased tax evasion. At least, that is what 
appears to the American Petroleum Industries Committee. 

That committee has put the microscope on the statistics 
gathered by the states mentioned. In each of them, says the 
committee, a substantial gain in consumption was made in 
the year preceding the elevation of the tax rate. But this gain 
was cut down in Delaware and practically eliminated in the 
two big states after the rates were put up. 

The rest of the country, however, showed an increase of 
8 per cent in consumption. The increases in the gas tax did 
not bring a proportionate increase in revenue. In other words, 
the law of diminishing returns went to work. That law, like 
the law of supply and demand, almost obviously, has no re- 
spect for the emergencies among the spenders of tax money. 

There is a big question, however, whether there was any 
real reduction in consumption. Evading a tax of three, four, 
or five cents on a gallon of gasoline is profitable business for a 
bootlegger. 

The consumption increase in Pennsylvania in 1934 be- 
fore the higher tax rate came into being was 5.66 per cent 
and, after, only 0.33 per cent. In New York the before in- 
crease in consumption was 6.65 per cent and the after increase 
only 1.25. Little Delaware probably, being more keen about 
its civic duty, had a 8.54 before increase and a 6.2 per cent af- 
ter taking increase. 

_ But the tax eaters “should worry” about that. They can 
increase their number by adding to the enforcement army, even 
as in the time of liquor prohibition. 


Seemingly Folks 
Do Not Like 
Higher Taxes 





Every argument for or against the 
power of the U. S. Supreme Court to de- 
clare acts of Congress unconstitutional 
that is being uttered today was spoken, 
in one form or another, at some time be- 
tween 1787 and about 1803. 

The spiritual ancestors of those who call the exercise of 
that power a usurpation, could they return to earth today, 
probably would be astonished to find their descendants using 
their arguments without blushing on account of their failure 
to give the elders any credit for them. The other side is 
equally guilty. 

All of which is but another way of saying that elections 
Seldom, if ever, settle anything. Yet it seems strange that, 
So far as can be recalled, those who said that declaring an 
act of Congress ynconstitutional was usurpation never made 
any serious effort, if any, to have the Constitution amended so 
as to deprive the Supreme Court of that power. 

Perhaps an exception to the statement about elections is 
the effect of the election of 1836 and the threats made by An- 
irew Jackson theretofore to hang a prominent South Caro- 
linian if South Carolina undertook to “nullify” an act of Con- 
gress. Perhaps it may be accurate to say that that doctrine 


Time Nothing in 
Debate About the 
Constitution 
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of ‘the power to nullify—that is, declare unconstitutional— 
became a part of the doctrine of secession about which the 
sections fought a four-year war, 1861-65, and did not really 
come to an end by reason of the election of 1836 and the bolts 
hurled at it by Jackson, who, in that respect, it may be sub- 
mitted, was not a Jeffersonian. 

About the only point in the long continued argument about 
the Constitution that has not been raised from its grave in 
the recent spat is the allegation of those opposed to its rati- 
fication, in the hot campaign in Virginia and New York in 
1788, that the Constitutional Convention of 1787 went beyond 
the scope of its instruction from the Continental Congress. 
Therefore it was argued then by followers of Governor Clin- 
ton and Judge Yates in New York and opponents in Virginia, 
that the document.presented for ratification should not be 
considered. 

Jefferson, to his credit, many believe, did not undertake 
to carry out his supposed plan to pack the Supreme Court 
after the decision was made in Marbury vs. Madison, in which 
the court declared section 13, of the so-called Ellsworth ju- 
diciary act, unconstitutional, so as to have something done 
about the supposed usurpation by Chief Justice John Marshall, 
his sandy-haired cousin. The court, of course, for more than 
a year, had been out of existence, for practical purposes, be- 
cause Congress had abolished its spring term so that it could 
not do anything for fourteen months. President Grant, of 
course, is accused of packing that tribunal and many believe 
he did. But he got so much condemnation that no President 
since then has seriously undertaken anything of that sort. 
Wherefore, it may be expected that, for many years, we shall 
talk about the court, but be satisfied with talk, because no one 
has suggested a plan that appeals to the people as good sense. 





“Supplementary supplies of seed 
wheat and seed oats will be avail- 
able to farmers of Minnesota and 
North and South Dakota at prices 
below the market level for compar- 
able seed grain, the Agricultural 
Adjustment Administration announced today.” That quota- 
tion is taken from an announcement of the AAA. The seed 
is owned by the Federal Surplus Commodities Corporation, 
a government agency. The railroads are to transport that 
grain at half the commercial rates. 

On its face, the scheme seems to be framed to do three 
things, not one of which looks as if it could be made to fit 
into what many regard as true Americanism. The first is 
that it seems to provide for a breaking of the market for 
seedsmen who have money invested in the business. Second, 
it seems to provide for favoritism for those able to obtain 
government seeds for less than the market price. Third, it 
appears to be the compelling of railroads to participate in acts 
of injustice to the dealers and the farmers not in position to 
get seed grain at a price under the market. 

Railroads, many times, have made low rates in times of 
distress on the theory that, if they do not help out in that 
way their customers will not be able to furnish as large a 
volume of tonnage as the railroads will receive if they help. 
Frequently, however, public officials are suspected of having 
brow-beaten carriers into making rate concessions, so that the 
brow-beaters could go-eut and claim great credit for the great 
good they had done. Such bulldozing, however, has been to 
obtain rates available to everyone in a class. 

But cheap grain for seed, obviously, is not to be provided 
for every farmer, else how would the government be able to 
announce that seeds will be available this spring “at prices 
below the market level for comparable seed’? There is to be 
a special class of favored ones, else the quoted language is a 
mockery for someone. 


Government Supplies 
Seed Grains at 
Cut Prices 





When the railroads had the 
chance, they made the first blocks 
in less-than-carload class rate scales 
higher than an arched cat’s back, 
many shippers thought. The Com- 
mission had to give its consent be- 
cause the carriers proved that it cost about 30 cents to pick up 
a hundred pounds of class freight, exclusive of hauling it. 

Those were the days when the carriers had so much freight 
to haul they had an idea that they would be forced by costs 
to give up less-than-carload freight unless they could make it 
pay. And there was not much the shippers could do about it. 
The trucks were taking some business. Many railroad traffic 
men thought they would have to give up more. They did. 

Finally, the trucks took so much traffic that the carriers 
had to devise schemes for getting back some of the business 
they had decided they would have to give up because there 


Thoughts on Cafeteria 
Less-than-Carload 
Class Rates 
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was no real money in it. They cut short haul rates. They 
devised containers. They made all-commodity rates. Then 
they came to the pick-up and delivery addition to their less- 
than-carload business. 

And should they now be glad for the hoisting of the less- 
than-carload charges, even if the shippers said they were fools! 
Those high less-than-carload freight rates (there are believed 
to be a good many of them left) afford cushions on which to 
rest the pick-up and delivery costs. Allowances of five cents 
a hundred may cut down a 30 cent rate to 20 cents but even 
20 cents is much better than nothing in these days when gov- 
ernment deficits are counted in billions and expenditures in 
more billions. 

Objections by truck interests to the pick-up and delivery 
five cents a hundred allowance rates suggests that there is 
not much gravy in a five cent allowance. But, if a shipper’s 
necessities require that he have a truck of his own, it is prob- 
able that an allowance no higher than that will be attractive 
to him as a stop-loss expedient. 

But a trucker, except under favorable conditions, probably 
can get only a stomach ache from a five cent allowance. He 
cannot be expected to love the cafeteria arrangement. 

If the high class rates on less-than-carload freight, which 
many believe gave truckers much freight, turn out as herein 
suggested, they should remind one of the man who fell into 
a sewer but came up out of the nauseous mess with a string of 
pearls tangled in his hair.—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended January 25 totaled 
584,691 cars—26,717, or 4.4 per cent, under the preceding week, 
but 29,163, or 5.2 per cent, above the corresponding week last 
year and 21,591, or 3.8 per cent, above the corresponding 1934 
week. Miscellaneous totaled 208,026; merchandise, 144,181; 
coal, 147,550; grain and products, 29,140; live stock, 12,534; 
forest products, 28,306; ore, 5,282; coke, 9,672. 

Revenue freight loading the week ended January 18 totaled 
611,408 cars, according to the Association of American Railroads 
(see Traffic World, Jan. 25). All districts reported increases 
compared not only with the corresponding week in 1935 but 
also with the corresponding week in 1934. 

Loading of revenue freight in 1936 compared with the 
two previous years follows: 

1935 1934 

497,274 500,813 
553,518 557,266 
562,826 561,902 


Week of January 4 
Week of January 11 
Week of January 18 


1,613,618 1,619,981 
Revenue freight loading by districts the week ended Jan- 


uary 18 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 6,512 and 4,448; live 
stock, 1,297 and 1,471; coal, 29,230 and 32,020; coke, 2,573 and 2,430; 
forest products, 2,084 and 2,257; ore, 490 and 389; merchandise, L. C. 
L., 38,129 and 39,080; miscellaneous, 57,289 and 52,960; total, 1936, 
137,604; 1935, 135,055; 1934, 128,256. 

Allegheny district: Grain and grain products, 3,552 and 2,838; live ) 
stock, 931 and 1,037; coal, 32,987 and 34,233; coke, 3,365 and 2,846; 
forest products, 890 and 763; ore, 813 and 501; merchandise, L. C. L., 
26,270 and 28,209; miscellaneous, 48,340 and 40,569; total, 1936, 117,148; 
1935, 110,996; 1934, 112,107. 

Pocahontas district: Grain and grain products, 332 and 287; live 
stock, 100 and 64; coal, 32,715 and 28,525; coke, 541 and 603; forest 
products, 562 and 592; ore, 256 and 45; merchandise, L. C. L., 5,010 
and 5,180; miscellaneous, 5,840 and 5,077; total, 1936, 45,356; 1935, 
40,373; 1934, 39,829. 

Southern district: Grain and grain products, 2,641 and 2,237; live 
stock, 1,217 and 985; coal, 19,730 and 17,655; coke, 380 and 326; forest 
products, 7,872 and 6,775; ore, 714 and 426; merchandise, L. C. L., 
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26,488 and 27,034; miscellaneous, 33,760 and 29,677; total, 1936, 92,805; 
1935, 85,115; 1934, 87,481. 

Northwestern district: Grain and grain products, 9,238 and 5,412: 
live stock, 3,247 and 2,848; coal, 8,409 and 8,556; coke, 1,395 and 1,199; 
forest products, 8,895 and 5,007; ore, 206 and 106; merchandise, L. C, 
L., 17,696 and 17,689; miscellaneous, 22,740 and 21,903; total, 1936, 
71,826; 1935, 62,720; 1934, 64,649. 

Central Western district: 8,511 and 6,415; live stock, 5,711 and 
6,152; coal, 12,273 and 11,563; coke, 167 and 181; forest products, 3,791 
and 2,530; ore, 3,159 and 2,134; merchandise, L. C. L., 23,151 and 
22,289; miscellaneous, 35,275 and 30,129; total, 1936, 92,038; 1935, 81,- 
393; 1934, 83,154. 

Southwestern district: Grain and grain products, 3,929 and 3,552: 
live stock, 1,430 and 2,406; coal, 5,396 and 4,896; coke, 240 and 221; 
forest products, 4,286 and 2,830; ore, 428 and 235; merchandise, L. C, 
L., 12,272 and 12,341; miscellaneous, 26,650 and 20,693; total, 1936, 
54,631; 1935, 47,174; 1934, 46,426. 


NEW HAVEN INVESTIGATION 


As an aid to Rhode Island’s effort to break what Rhode 
Island interests call the monopoly of the New Haven in south- 
ern New England, G. L. Crooker, chairman, of the Rhode Is- 
land Committee on Foreign and Domestic Commerce, has sug- 
gested to the Commission, in No. 27221, investigation of the 
New York, New Haven & Hartford Railroad Co. that it broaden 
its investigation tc include a study of the Providence & Wor- 
cester Railroad. Such a broadening is requested in order to 
show through the traffic and operation of the Providence & 
Worcester just what use the New Haven had made of that 
road in recent years. Mr. Crooker suggests that such an in- 
vestigation might well lead to important conclusions and show 
the necessity of transferring the Providence & Worcester to the 
New York Central or the Boston & Maine, or to both jointly. 

In conclusion Mr. Crooker said he might point out that 
in influential quarters throughout New England, there appeared 
to be a growing opinion that there should be two systems in 
New England; one built about the New York Central and 
northern New England roads, including the Boston & Maine; 
and the other consisting of the amalgamation of the New 
Haven with the Pennsylvania. 


“Breaking the railway monopoly which the New Haven 
now has in southern New England territory would be a long 
step forward toward the attainment of such a goal,” said Mr. 
Crooker. “For this reason we in Rhode Island believe that 
bringing the New York Central or the Boston & Maine and 
the New York Central jointly, to Rhode Island over the Provi- 
dence & Worcester would be a far-reaching and constructive 
step on the part of the Interstate Commerce Commission. We 
believe that it would eventually lead to a right solution of the 
whole New England problem, which has so long agitated this 
important industrial section of the United States and which 
also for so many years has been a continual source of trouble 


and conflict in cases brought before the Interstate Commerce 
Commission.” 


GOVERNMENT OWNERSHIP BILL 


Representative Lundeen, of Minnesota, has_ introduced 
H. R. 10595, a bill providing for government ownership of 
railroads, which is virtually the same as the measure Coordina- 
tor Eastman and Leslie Craven, the Coordinator’s counsel, pre- 
pared for Senator Wheeler, chairman of the Senate interstate 
commerce committee, at the latter’s request. The Wheeler bill, 
S. 2573, was introduced April 15, 1935, and is pending before 
the interstate commerce committee of the Senate. In the House, 
April 16, 1935, Representative Maverick, of Texas, introduced 
H. R. 7541, the same as the Wheeler bill. 

The Lundeen bill provides for a government corporation to 
be known as “United States Railway Service,” to take over the 


railroads, while the Wheeler bill calls the corporation the 
“United States Railways.” 


Revenue Freight Car Loading—Week Ended Saturday, Jan. 18 


Grain and Live 

grain prod. stock Coal 
34,715 13,933 140,740 
25,189 14,963 137,448 
32,188 18,046 129,016 

Preceding week Jan. 11 31,775 14,887 152,755 

Per cent increase over 37.8 2.4 

Per cent decrease under 6.9 

Per cent increase over 7.9 9.1 

Per cent decrease under 22.8 

91,563 39,834 

73,476 44,142 396,711 


85,080 52,434 398,649 
Per cent increase over 24.6 10.9 


Per cent decrease under 9.8 
Per cent increase over 7.6 10.3 
Per cent decrease under 22.6 


Total all roads 


439,869 


Cumulative 3 weeks to Jan. 18.. 


Per cent to 15 year average 77.6 per cent. 


Mase. 
L.C.L. Miscellaneous Total 
149,016 229,897 611,408 
151,822 562,826 
160,526 190,897 561,902 
148,446 225,725 615,028 
14.4 8.6 


201,008 


1.8 
20.4 8.8 

7.2 
421,536 
428,284 
453,461 


655,579 1,768,420 
582,929 1,613,618 
546,142 1,619,981 
12.5 9.6 
1.6 
20.0 9.2 
7.0 
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Decisions of Interstate Commerce Commission 





LUMBER FROM VIRGINIA 


WARDS of reparation totaling $91,759.38 have been made 

by the Commission in a report on further hearing and re- 
consideration, in No. 23381, Sub. No. 1, Phillips Lumber Co., 
Inc., vs. Chesapeake & Ohio et al., and No. 23385, Barnes 
Lumber Corporation et al. vs. Chesapeake & Ohio et al., 
on account of unreasonable rates on lumber and box shooks 
from points in Virginia to destinations in trunk line and 
New England territories. The carriers are ordered to pay 
these awards not later than April 1. 

These proceedings, the report said, were assigned for 
further hearing to afford complainants an opportunity to 
offer proof in respect of shipments made, and to determine 
the amount of reparation due under findings in the cases cov- 
ered by this report in the report on reconsideration of Boyd- 
ton Manufacturing Co., Inc., vs. Southern Railway Co., 192 
I. C. C. 739. The original report was made in 188 I. C. C. 64. 

In the Barnes case the Commission found rates on lum- 
ber and box shooks from Orange, Charlottesville, Peters- 
burg, Amelia, Pemberton, Dillwyn, Blackstone, South Hill, 
Saxe, Chase City, and Boydton, Va., to New York, unreason- 
able to the extent they exceeded or might exceed specific 
rates therein set forth. It further found that the assailed 
rates to other destinations in trunk line and New England 
territories, except from Blackstone, Pemberton, and Peters- 
burg to Pittsburgh, Pa., were and for the future would be 
unreasonable to the extent they exceeded or might exceed 
rates made by adding to or deducting from the rates therein 
prescribed to New York the differentials over or under New 
York prescribed by division 2 in North Carolina Pine ‘Asso- 
ciation vs. A. C. L., 85 I. C. C. 270. In all other respects 
the findings in the original report herein were affirmed. At 
the further hearing defendants objected to an award of dam- 
ages on the ground that the only rates found unreasonable 
in the North Carolina Pine Association case were those nine 
key points specifically named in the North Carolina Pine 
Association decision. As to shipments to all other so-called 
non-key points in those territories and in central territory, 
the railroads claimed that the rates thereto were not found 
unreasonable. In addition the carriers asserted that the 
rates in the North Carolina case were water depressed and 
therefore not proper for application from the complaining 
points. 

The Commission said its obvious intent was to find the 
rates assailed in No. 23385 unreasonable not only to the 
specific destinations named in the North Carolina case but to 
all other points of destinations to trunk line and New Eng- 
land territories to which the rates were there alleged to 
have been unreasonable. , 

In disposing of this proceeding on reconsideration the 
Commission found the rates assailed from Orange, Char- 
lottesville, Petersburg, Amelia, Pemberton, Dillwyn, Black- 
stone, South Hill, Saxe, Chase City, and Boydton, to New York 
were and for the future would be unreasonable to the ex- 
tent they exceeded, exceed or might exceed the following: 
23.5 cents from Petersburg, Orange and Charlottesville; 25 
cents from Dillwyn, Pemberton and Amelia; 26.5 cents from 
Blackstone, and 27 cents from South Hill, Saxe, Chase City 
and Boydton. It further found the rates to other destina- 
tions in trunk line and New England territories, except from 
Blackstone, Pemberton and Petersburg, to Pittsburgh, were 
unreasonable to the extent they exceeded or might exceed 
rates made by adding to or deducting from the rates herein 
prescribed to New York the differentials or rate differences 
over or under New York prescribed in the North Carolina Pine 
Association case or established pursuant to the admonition in 
that decision to revise rates where necessary to accord with 
the specific rates therein prescribed. The Commission further 
found that the term “lumber” included all flooring which moved 
or is moving on the rates applicable on lumber. 


Chairman Mahaffie dissented for the reasons stated in his 
Separate expression in the previous report, 192 I. C. C., at page 
744, that the record was not persuasive that the rates assailed 
Were in excess of reasonable maxima. He said he was author- 
ized to say that Commissioner Lee joined in that expression. 


PIPE LINE STUFF REPARATION 


The Commission, division 2, in No. 15750, Prairie Pipe Line 
Co. vs. Arkansas Western et al., a sub-number thereunder, 





Prairie Oil & Gas Co. vs. A. T. & S. F. et al. and No. 24514, 
Prairie Pipe Line Co. vs. A. T. & S. F. et al., has awarded 
reparation of $33,744.19 to the Commonwealth Transportation 
Co. and $287.49 to the Commonwealth Oil & Gas Co., successors 
to the Prairie Pipe Line Co. and the Prairie Oil & Gas Co., 
on account of unreasonable rates on iron and steel pipe, casing, 
iron and steel tanks, tank material, rig irons, well-boring out- 
fits and oil well supplies, including derricks, between points in 
Kansas, Oklahoma, Arkansas and Texas. The findings of un- 
— were made in 194 I. C. C. 103 and 195 I. C. C. 


A report on reconsideration was made in the title complaint 
and its sub-number in 146 I. C. C. 149. In that report the Com- 
mission’s decision in the consolidated southwestern was used 
as the measure of reasonable rates subject to conditions therein 
laid down and a percentage of rates basis was laid down for 
reparation. In the second report, 195 I. C. C. 486, on reconsid- 
eration the rule for reparation was modified. 

The cases were assigned for further hearing to determine 
the amounts of reparation due the complainants with the result 
as hereinbefore set forth. 


COMMISSION REPORTS 


Bituminous Lump Coal 


No. 26927, Hickman Lumber Co. vs. D. & R. G. W. et al. 
By division 4. Rates, bituminous lump coal, Baldwin, Bulkley, 
Crested Butte, Haybro, Mt. Harris, Oak Hills, Phippsburg, and 
Pinnacle, Colo., to North Platte, Neb., unreasonable to the 
extent they exceeded $4.85 from Haybro, Mt. Harris, Oak Hills, 
Phippsburg, and Pinnacle, and $5.60 from Baldwin, Bulkley and 
Crested Butte. Reparation of $221.99 awarded. Shipments 
made in the statutory period prior to March 8, 1929, were 
covered by the complaint. Chairman Mahaffie noted a dis- 
sent, 


Petroleum-Oil Residuum 


No. 26504, Kanotex Refining Co. vs. A. T. & S. F. By the 
Commission. On reconsideration finding in the prior report, 
209 I. C. C. 213, that the rate on petroleum-oil residuum (re- 
finery cracking stock), in tank car loads, from Cushing, Okla., 
to Arkansas City, Kans., was not unreasonable, reversed. A 
rate of 10 cents was found applicable in the prior report. A 
rate of 8 cents was voluntarily established Dec. 30, 1932. Com- 
plainant sought reparation to the basis of 8.5 cents. The new 
finding is that the rate was unreasonable to the extent it ex- 
ceeded 8.5 cents to which basis reparation was awarded. Com- 
missioner Meyer dissented for the reasons set forth in his dis- 
sent in Globe Oil & Refining Co. vs. A. T. & S. F., 211 I. C. C. 
39. Chairman Mahaffie and Commissioners Porter and Miller 
concurred in that dissent. 


Tomato Reparation 


No. 26862, Biggio, Inc., vs. F. E. C. et al. By division 2. 
Dismissed. Claim for reparation under sections 1 and 4 on a 
carload, tomatoes, Lake Worth, Fla., to Toronto, Ont., Can., 
found barred by the statute. 


Scrap Iron and Steel 


Fourth section application No. 15870, scrap iron from 
southern points. By division 2. Parties to Young’s I. C. C. 
No. A-725, except the Tennessee Central, authorized, in fourth 
section order No. 12160, to establish and maintain rates, scrap 
iron and steel, points in southern territory to destinations in 
Kentucky, West Virginia and Ohio, over all routes over which 
they have relief as to class rates, in straight or mixed car- 
loads, minimum 50,000 pounds (Rule 24 of southern classifica- 
tion not to apply), the lowest that may be constructed over any 
line or route from or to the same points on the basis set 
forth in the report herein, and to maintain higher rates from, 
to, and between intermediate points. The relief is subject to 
the proviso that the rates from, to and between the higher- 
rated intermediate points shall not exceed rates constructed 
on the basis of the same scale as the rates from and to more 
distant points, and shall exceed the lowest combinations. The 
basis on which the rates are to be made is a scale beginning 
with a rate of $2.20 a net ton, for distances of 100 miles and 
under. The scale becomes $3 for the block between 180 and 
200 miles; $3.60 for the block between 260 and 280 miles; $4.10 
for the block between 340 and 360 miles; $4.90 for the block 
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between 480 and 500 miles; $5.90 for the block between 700 
and 720 miles; $6.70 for the block between 900 and 920 miles; 
$7 for the block between 900 and 1,000 miles; and runs out 
with a rate of $7.40 for the block between 1,065 and 1,080 
miles and a like rate for the block between 1,080 and 1,100 
miles. Arbitraries for that part of the haul, if any, which is 
over short or weak lines to which arbitraries were accorded 
in the southern class rate investigation, to be added to rates 
for the total haul determined by the basic scale herein, and to 
accrue wholly to such short or weak lines are not to exceed 
25 cents a net ton. 
Molasses and Syrup 


Fourth section application No. 15717, molasses and syrup 
to Pittsburgh, Pa. By division 2. On further hearing, find- 
ing in 208 I. C. C. 395, denying authority to parties to Emer- 
son’s I. C. C. No. 197 to establish and maintain a rate of 50 
cents, molasses and syrup, points in Louisiana to Pittsburgh, 
Pa., without observing the long-and-short-haul provisions of 
section 4, affirmed. The Commission in fourth section order 
No. 12197 has formally denied the application in connection 
with this report on further hearing. 


Old Fertilizer Bags 


No. 21684, Sub. No. 4, Ware Brothers Agency vs. St. 
Louis-San Francisco et al., and Sub. No. 9 thereunder, Same 
vs. M. P. et al., Sub. No. 10, Same vs. C. R. I. & P. et al., and 
Sub. No. 20, Same vs. M. P. et al. By division 3. In a sup- 
plemental report on the carriers’ petition, the Commission, 
division 3, has vacated and set aside findings in the original 
report, 173 I. C. C. 251, that rates on old fertilizer bags suit- 
able only for conversion into secondhand cottonbale covering, 
carloads, and on bagging which had been used for covering 
baled cotton or similar baled material, not suitable for reuse 
for such bale covering until reconditioned or further manufac- 
tured, in straight carloads or mixed carloads with old cot- 
tonbaling ties, points in Missouri and Texas to Tuscumbia, 
Ala., were unreasonable but not otherwise unlawful. The 
carriers said that because no movement would take place 
under the rates in question they asked that the findings be 
set aside and no objection was made by the complainant. 
The order requiring the establishment of rates has been 
vacated and set aside. 


Used Power Shovel 


No. 26921, Bucyrus-Erie Co. vs. Delaware & Hudson et al. 
By division 3. Dismissed. Carload rate, used power shovel, 
Riverside, N. Y., to Erie, Pa., imposed July 15, 1933, not 
shown to have been unreasonable. 


Baled Straw 


No. 26925, Calliari Brothers vs. Pennsylvania et al. By 
division 4. Dismissed. Rate, baled straw, Hightstown, N. J., 
to Eddyville, Ky., shipments made in February and March, 
1935, not proved unreasonable. 


Crude Rubber 


No. 26942, Goodyear Tire & Rubber Co. vs. A. C. & Y. 
et al. By division 2. Rate, crude rubber, imposed on 11 
carloads, Baltimore (Port Covington), Md., to Akron, O., in 
May, 1933, unreasonable to the extent it exceeded 51 cents. 
An applicable rate of 57 cents was charged. Defendants 
authorized and directed to waive collection of outstanding 
undercharges in the amount of the difference between the 
charges of 57 cents and 51 cents. 


Oil Meal and Feed 


No. 26667, Schreiber Milling & Grain Co. vs. C. G. W. By 
division 2. Rate charged, carload shipments, Minneapolis, 
Minn., to St. Joseph, Mo., of linseed oil meal and animal feed 
milled at Minneapolis from flaxseed and wheat screenings which 
originated at points in Montana, the Dakotas, Minnesota, and 
Wisconsin, found inapplicable except on the shipments which 
were composed in part of seed originally moved to Chicago, 
Duluth, or Superior; and that the applicable rate was the 
difference between the rate on seed to Minneapolis and the 
rate on meal from point of origin of the seed to St. Joseph. 
Reparation awarded and complainant told to submit Rule V 
statements. 

Wet Wood Pulp 


No. 26905, Container Corporation of America vs. A. G. S. 
et al. By division 3. Dismissed. Rate, wet wood pulp, car- 
loads, Bogalusa, La., to Red Bank, Ohio, imposed on shipments 
made in September and October, 1932, not proved unreasonable. 
The report said the applicable commodity rate of 33.5 cents 
was charged, except on nine shipments on which a rate of 31.5 
cents was charged. The claimed rate was 25 cents. Defendants 
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did not oppose an award of reparation to the basis sought. The 
Commission, however, said the rate assailed compared favor- 
ably with rates approved in Wood Pulp to C. F. A. Territory, 
188 I. C. C. 743, and Bogalusa Paper Co., Inc., vs. N. O. G. N., 
204 I. C. C. 265. 


Contractors’ Outfits 


No. 26933, Truman-Smith Construction Co. vs. A. T. & 
S. F. et al. By division 2. Dismissed. Rate charged, contrac- 
tors’ outfits, carloads, Dobbin and Honea, Tex., to Ridgeway, 
Mo., not proved unreasonable. 


Cottonseed, Etc. 


Fourth section application No. 15760, cottonseed and re- 
lated articles from the south, and fourth section application 
15815. By division 2. Carriers, other than the Tennessee Cen- 
tral, parties to Cottonseed, Its Products, and Related Articles, 
188 I. C. C. 605, 203 I. C. C. 177, authorized in fourth section 
order No. 12177 to establish and maintain rates, cottonseed and 
related articles, in carloads, from and between points in south- 
ern territory, on the one hand, and points in zones I and II of 
north central region, zone III of west-central region, and sub- 
zone III of mountain-Pacific region as described in the cases 
mentioned, on the other hand, the lowest that may be con- 
structed over any line or routes from and to the same points 
on the bases and in the manner prescribed or approved in that 
proceeding, and to maintain higher rates from, to and between 
intermediate points. The permission is subject to the provisos 
that rates shall in no instance exceed the lowest combination 
and that rates from, to and between higher-rated intermediate 
points shall not exceed rates on the bases prescribed or ap- 
proved in the case mentioned, and that rates from, to and be- 
tween other higher-rated intermediate points shall not be 
increased except as may hereafter be authorized by the Com- 
mission. Carriers parties to application No. 15815 authorized 
to establish and maintain over all routes for the transportation 
of cake or meal (including crushed or ground cake or screen- 
ings), viz.: Cocoanut (or copra oil), corn oil, cottonseed oil, 
linseed oil, palm oil, palm kernel oil, peanut oil, rape seed oil, 
sesame oil, soy bean oil, sunflower seed oil and velvet bean 
oil, minimum 40,000 pounds, between the same points on like 
conditions and also to the 334% and 50 per cent circuity 
limitation. 

Potatoes 


Fourth section application No. 15840, potatoes from Nor- 
folk Southern points. Norfolk Southern and respondents in 
Southeastern Vegetable Case, 200 I. C. C. 273, and defendants 
in Carolina Shippers’ Association, Inc., vs. Norfolk Southern, 
196 I. C. C. 781, 205 I. C. C. 54, and 209 I. C. C. 309, authorized 
in fourth section order No. 12173, to establish and maintain on 
Irish and sweet potatoes, carloads, from origins on the Oriental 
branch of the Norfolk Southern to destinations in central and 
Illinois territories, rates the same as those contemporaneously 
maintained from Vandemere, N. C., on the Washington and 
Vandemere branch of the A. C. L. to the same destinations; to 
destinations in trunk line and New England territories and 
on the border between official and southern territories from 
stations the Oriental branch east of Bridgeton to and includ- 
Jing Carolina, N. C., rates the same as those contemporaneously 
maintained from Edward on the Washington and Vandemere 
branch of the A. C. L. to the same destinations and from sta- 
tions on the Oriental branch east of Carolina rates the same 
as those contemporaneously maintained from Vandemere on 
the Washington and Vandemere branch, such rates from sta- 
tions on the Oriental branch to be not less than the present 
rates from the points indicated on the Washington and Vande- 
mere branch, and to maintain higher rates from and to inter- 
mediate points. The relief is subject to the proviso that rates 
from and to higher-rated intermediate points shall not exceed 
the basis prescribed in Carolina Shippers’ Association, Inc., 
vs. Norfolk Southern, supra, or the lowest combination. 


Automobiles and Parts 


Fourth section application No. 15947, automobiles tc 
Shawnee and Oklahoma City, Okla. By division 2. The Okla- 
homa City-Ada-Atoka Railway Co. for itself and the Kansas, 
Oklahoma & Gulf and other parties to Johanson’s I. C. C. No. 
2615, authorized in fourth section order No. 12178 to establish 
and maintain on automobiles and parts a rate of 63 cents, 
straight or mixed carloads, minimum 10,000 pounds, in cars not 
exceeding 40 feet 7 inches, inside measurements, and 12,000 
pounds in cars exceeding 40 feet 7 inches, but not exceeding 50 
feet 8 inches, and on automobiles, automobile chassis and trail- 
ers, in mixed carloads, from Kansas City, Mo., to Shawnee 
and Oklahoma City over routes set forth in the application and 
to maintain higher rates from and to intermediate points. 
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PROPOSED REPORTS 


Green Beans 


. No. 27129, M. Feigenbaum & Sons vs. Railway Express 
Agency, Inc. By Examiner Carl A. Schlager. Dismissal pro- 
posed. Any quantity express rate charged on one shipment of 
green beans, in baskets, Pittsburgh, Pa., to Kansas City, Mo., 
not proven unreasonable. 

Lumber 


No. 27078, E. F. Middleton, Inc., vs. Norfolk Southern 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Demurrage charges collected on one carload of lumber, More- 
head City, N. C., to Union Bridge, Md., applicable. Shipment 
found not to have been misrouted. 


Anthracite 


No. 26722, Westchester Rail Coal Dealers’ Bureau et al. vs. 
D. L. & W. et al. By Examiner Henry B. Armes. Dismissal 
proposed. Rates, anthracite, Pennsylvania anthracite region to 
destinations in Westchester county, N. Y., not unreasonable. 


Sewer Pipe, Etc. 


No. 19886, Graff-Kittanning Clay Products Co. vs. At- 
lantic City Railroad Co. et al., the report also including No. 
26944, Same vs. Arcade & Attica et al.; No. 26911, The Brock- 
way Clay Co. et al. vs. Arcade & Attica et al.; and a sub-num- 
ber thereunder, Patton Clay Manufacturing Co. vs. Same, and 
No. 19975, Evans Pipe Co. et al. vs. B. & O. et al. By Exam- 
iner W. B. Wilbur. Examiner recommends that the Commis- 
sion find that findings in Nos. 19886 and 19975, prior report 
163 I. C. C. 167, prescribing rates approximately 90 per cent 
of the existing sixth class rates on vitrified-clay sewer pipe 
and wall coping from Craigsville and the Clearfield group, 
Pa., to destinations in eastern trunk line and New England 
territories and Uhrichsville, O., to Williamsville, N. Y., be 
modified and that rates on sewer pipe, sewer pipe fittings 
and wall coping, carloads, from and to the same points, should 
be found unreasonable and unduly prejudicial. He said that 
the Commission should find that the rates assailed in Nos. 
26944, 26911, and Sub. No. 1, were and for the future would be, 
unreasonable and unduly prejudicial to the extent that they 
might exceed 25 per cent of the contemporaneous first class 
rates from Craigsville and the Clearfield group, Pa., respec- 
tively, to destinations in eastern trunk line and New England 
territories, the rates from the Clearfield group to be based 
on the average short-line distance from the points, St. Marys, 
Brockway, Clearfield, and Patton, included within that group. 
In conformance with the foregoing, the examiner said, an order 
modifying the order of April 15, 1930, in Nos. 19886 and 19975 
should be entered. : 


Peaches 


No. 27109, Gentile Brothers Co. vs. St. L.-S. F. et al. By 
Examiner Harold M. Brown. Carload rate, peaches, Good- 
way, Ala., to Cleveland, O., applied on shipment between June 
29 and July 1, 1931, proposed to be found unreasonable to 
the extent it exceeded $1.05. The complainant paid at the 
rate of $1.05 on the shipment and Examiner Brown recom- 
mended that the undercharges be waived. 


M. & ST. L. ABANDONMENT 


In a proposed report in Finance No. 10909, Minneapolis & 
St. Louis Railroad Co. coreceivers’ abandonment, Examiner 
Ralph R. Molster has recommended that the Commission, by 
division 4, permit the abandonment by the coreceivers of that 
part of its line extending from Spencer to Storm Lake, a dis- 
tance of approximately 369.9 miles, in Clay and Buena Vista 
counties, Ia. The application was opposed by the Iowa com- 
mission, local residents and interests affected by the proposed 
abandonment, commercial organizations, and the Northwestern 
Lumbermen’s Association. The latter, the examiner said, in- 
tervened on behlaf of industries located on the line. 

Examiner Molster said that the total revenue of the seg- 
ment from passengers in 1934 was only $83. Freight handled 
over the segment in the five years 1930-34 totaled 1,963, 2,270, 
960, 1,794, and 1,676 cars in each of those years respectively. 

The entire line, the examiner said, could not be removed 
without serious consequences to some of the local communities. 
If portions of the segment could be preserved to serve such 
communities through arrangements with other carriers, it ought 
to be done, he added. This, he said, the receivers were en- 
deavoring to accomplish, and counsel repeatedly held out that 
hope on cross-examination of protesting witnesses. While 


consummation of such arrangements depended on the concur- 
rence of other carriers, Examiner Molster said, there could be 
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no,doubt as to the applicants’ intentions. It did not seem 
necessary, therefore, he said, that the Commission’s permis- 
sion herein be conditioned on requiring disposition of parts of 
the segment in specific ways, but, he said, in order that there 
might be full opportunity for the completion of pending nego- 
tiations and the Commission duly advised in the premises, the 
certificate herein should be made effective from and after 30 
days from its date as to the abandonment of portions of the 
segment not required to preserve service at Greenville, Rem- 
brandt, and Truesdale, but abandonment of operation only of 
the portions required for that purpose; and effective as to 
abandonment of those portions when and as fixed by further 
order when it could be shown, by proper proof, that the possi- 
bilities of preserving such portions have been exhausted. 


PENNSYLVANIA FINANCING 


Authority to carry out its financing plan involving the 
sale of $40,000,000 of general mortgage 3% per cent, series C 
bonds, has been asked by the Pennsylvania Railroad Company 
in a supplemental application in Finance No. 1217. 

In this proceeding the Commission, by order of March 1, 
1921, authorized the applicant to issue $60,000,000 of fifteen- 
year 6% per cent secured gold bonds and further authorized 
applicant to issue $60,000,000 of its general mortgage 6 per 
cent gold bonds, series C, dated April 1, 1920, and maturing 
April 1, 1970. The order provided that the general mortgage 
gold bonds, series C, should not be sold, pledged, repledged, 
or otherwise disposed of by application unless and until au- 
thorized by the Commission. The 6 per cent gold bonds were 
issued and pledged as part collateral for the fifteen-year 6% 
per cent gold bonds and on payment of maturity February 1, 
1936, of the fifteen-year 64% per cent bonds, according to the 
application, provisions for which have been made, the general 
mortgage gold bonds, series C, will be released. The Penn- 
sylvania said it now proposed to reduce the interest rate on 
the $60,000,000 of general mortgage bonds, of series C, so to 
be released, from 6 per cent to 3% per cent per annum from 
October 1, 1935; to provide for payment of principal and in- 
terest in legal tender instead of in gold, and among other 
things, to provide for a sinking fund and to sell $40,000,000 of 
the general mortgage bonds of series C, with the interest rate 
reduced to 3% per cent at 96% per cent of par and accrued 
interest, the remaining $20,000,000 of bonds of that issue to 
remain for the present in applicant’s treasury. 

The proceeds of the sale will be used together with treas- 
ury funds to the extent required, to redeem at 105 per cent 
and accrued interest applicant’s forty-year 5 per cent secured 
gold bonds due November 1, 1964, now outstanding in the prin- 
cipal amount of $50,000,000 and which will be called for re- 
demption on May 1, 1936. The $40,000,000 of bonds are to 
be sold to Kuhn, Loeb & Co., New York City. 


LOANS TO RAILROADS 


Finding that the Baltimore & Ohio is not in need of finan- 
cial reorganization at this time, the Commission, by division 4, 
in Finance No. 11072, Baltimore & Ohio Railroad Co. recon- 
struction loan, and Finance Dockets Nos. 9268 and 9659 of 
the same ¢title has approved an additional loan of not more 
than $5,000,000 by. the RFC. The Commission has also ap- 
proved an extension of time of payment for a period ending 
not later than August 1, 1939, of $5,500,000 of loans in the 
aggregate amount of $5,505,576.59 maturing from January 27 
to April 29, 1936. 

The additional loan of $5,000,000 is granted on condition 
that the Baltimore & Ohio pledge as collateral in addition to 
the collateral already pledged $1,887,000 of its general mort- 
gage 6 per cent bonds due in 2000 when the first advance of 
$2,000,000 is made and $2,800,000 of its refunding and general 
mortgage bonds on the advance of the remaining $3,000,000. 

Loans totaling $127,125,000 have been approved for the 
Baltimore & Ohio. Of that $25,500,000 represented authoriza- 
tion of the acceptance of new obligations in repayment of 
previous advances, $24,500,000 a contingent authorization which 
has expired without terminating in an advance of funds, and 
$14,600, an authorization later canceled. Of all the remainder, 
this report says, $77,110,400 has been advanced and $12,144,900 
repaid thereon, leaving $64,965,500 of such advances outstanding 
December 31, 1935, on which the outstanding obligations of the 
applicant totals $65,100,400, the difference representing $134,900 
of discounts. In addition, says the report, the finance corpora- 
tion has also loaned $2,500,000 to the Alton, a wholly owned 
subsidiary of the Baltimore & Ohio, of which $1,894,632.87 has 
been extended and the remainder repaid. Of the $65,100,400 
owed by the applicant, says the report, $5,505,577 will mature 
on various dates from January 27 to April 29, 1936, $2,494,423 
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on February 7, 1937, $7,000,000 on April 8, 1937, $5,000,000 
on April 12, 1937, and $45,100,400 on August 1, 1939. 

“The applicant’s record of past earnings,” says the Com- 
mission’s report, “and its forecasts for this year indicate that 
it should be able to meet its fixed charges, if not to earn them 
entirely.” 

The PWA has announced the making of loans of $1,755,000 
to the Lehigh Valley to build one thousand coal cars in its 
shops in Sayre and Packerton, Pa., and of $285,000 to the 
Kansas, Oklahoma and Gulf to purchase 6,752 tons of rails 
and necessary fastenings. 


LEHIGH VALLEY NEEDS CARS 


In finance No. 10624, supplemental, the Lehigh Valley 
Railroad Co. has asked for approval by the Commission of 
proposed further expenditures under the national industrial re- 
covery act of approximately $2,082,000 for the construction of 
1,000 coal cars as desirable for the improvement of its trans- 
portation facilities. The company’s plan is to build the cars 
at its plants at Sayre and Packerton, Pa. 

Two hundred and fifty of the cars, the application says, will 
be constructed from new materials, and 750 cars from new 
and second-hand materials. Half the cars will be all-steel 
construction and 500 of composite or wooden type, each car 
to be of 100,000 pounds loaded capacity. The unit cost of the 
new cars is estimated at $2,226. Of the 750 cars to be built 
from new and second-hand materials, the unit cost of the 250 
— cars is estimated at $2,024 and the 500 all-steel 
2,039. 

The applicant says it requires approximately 8,600 cars 
to take care of the present normal output of the mines which 
it serves and for the transportation of its own fuel supply. 
It says it owns 8,464 coal cars of which about 80 per cent have 
been in use for more than 22 years. One thousand and forty- 
nine of the cars, it says, will presently be dismantled. Six 
hundred of the cars now require light repairs and 875 heavy 
repairs. It adds that an additional 2,200 will require heavy 
repairs within the next two years. 

Under present conditions, the applicant asserts, it does not 
have sufficient cars to meet the demand of the mines and its 
own requirements, with the result that it is borrowing cars 
from other roads and paying per diem charges. Only recently, 
it said, had it learned that the roads from which it was bor- 
rowing cars might not in the near future have serviceable cars 
available for its use. In the fiscal year ended June 30, 1935, 
it said its per diem on foreign coal cars was $325,986. 


The applicant proposes to borrow $1,755,000 from the PWA 
and will file an application with the Commission for authority 
to assume further obligation and liability in respect of that 
sum, which is to be represented by equipment trust certificates, 
to be delivered to the PWA. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 11035, Missouri-Kansas-Texas Rail- 
road Company assumption of obligation and liability, granting au- 
thority to assume obligation and liability in respect of the payment 
of principal and interest of not exceeding $5,387,000 of first-mortgage 
5 per cent 40-year gold bonds of the Missouri, Kansas & Oklahoma 
Railroad Company, and dismissing that part of the appligation which 
seeks authority to assume obligation and liability in respect of the 
covenants and agreements of the first mortgage of the Missouri, Kan- 
sas & Oklahoma Railroad Company, approved. , 

Report and certificate in F. D. No. 11024, Chicago, St. Paul, Min- 
neapolis & Omaha Railway Company abandonment, permitting the 
Chicago, St. Paul, Minneapolis & Omaha Railway Company to abandon 
part of a branch line of railroad in Taylor county, Wis., approved. 

Report and order in F. D. No. 11014, Louisville & Nashville Rail- 
road Company acquisition, authorizing acquisition by the Louisville 
& Nashville Railroad Company of the properties of South East & St. 
Louis Railway Company, approved. 

Report and certificate in F. D. No. 10989, Pennsylvania Railroad 
Company abandonment, permitting the Pennsylvania to abandon part 
of a branch line of railroad in Fayette county, Pa., approved. 

Report and certificate in F. D. No. 11030, Chicago & North Western 
Railway Company Trustee Abandonment, permitting Charles P. Me- 
gan, trustee of the Chicago & North Western Railway Company, to 
abandon part of a branch line of railroad in Iron County, Wis., ap- 
proved. 

Supplemental report and order in F. D. No. 10946, New York, 
Ontario & Western Railway Company Assumption of Obligation and 
Liability, amending order of October 11, 1935, so as to authorize the 
assumption of obligation and liability, as guarantor, in respect of the 
payment of the principal and interest of a promissory note in the face 
amount of $750,000, issued by the Scranton Coal Company to the Re- 
construction Finance Corporation, approved. 

Fifth supplemental report and seventh supplemental order in F. 
D. No. 10297, Pennsylvania Railroad Company Securities, further modi- 
fying order of January 22, 1934, as modified December 27, 1934, January 
31, March 20, and November 18, 1935, so as to limit to not exceeding 
$17,945,000 the amount of Pennsylvania Railroad equipment-trust cer- 
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tificates, series f, in temporary and definitive form, in respect of 
which the Pennsylvania Railroad Company may assume obligation and 
liability, as guarantor, by endorsement, and so as to permit amend- 
ment of the certificates by applicant’s waiving the right of redemp- 
tion and adjusting dividends thereon, approved. 


FINANCE APPLICATIONS 


Finance No. 11081. Alcolu Railroad Co. asks authority to make a 
general property mortgage to the D. W. Alderman & Sons Co. and 
to give a promissory note to that company for $36,534.44 with interest 
at the rate of 6 per cent from Nov. 1, 1935, and to mature three months 
after the date of the note. The purpose is to fund the ‘‘open account” 
debts of the railroad company to D. W. Alderman & Sons Co., the 
Alcolu being a short line the principal business of which, the appli- 
cation says, has been and is to transport traffic for the D. W. Alder- 
man & Sons Co. The note provides for a 10 per cent increase in the 
amount of interest as attorney’s fee in the event of legal action being 
necessary for its collection. 

Finance No. 11082. Atlantic Coast Line Railroad Co. asks authority 
for the certification and delivery by the corporate trustee under its 
general unified mortgage into its treasury of $1,500,000 of its series 
A 4% per cent general unified mortgage bonds, for reimbursement of 
its treasury for expendiures in connection with paying off the first 
mortgage of the Charleston & Savannah Railway Co., which is owned 
by the Atlantic Coast Line. No request is made for authority to sell 
or to make other disposition of the bonds. 

Finance No. 10627. Supplemental application of Lehigh Valley 
Railroad Co. for authority to assume obligation and liability, as lessee 
and guarantor, in respect of not exceeding $1,755,000 additional prin- 
cipal amount of applicant’s 4 per cent equipment trust certificates, 
series V, in connection with the construction and acquisition of 250 
coal cars from new materials and 750 coal cars from new and second 
hand materials. These certificates are to be sold to the Federal 
Emergency Administration of Public Works. 

Finance No. 11083. Charles P. Megan, trustee of the property 
of the Chicago & North Western Railway Co., asks authority to 
abandon portions of a branch line aggregating approximately 26 miles 
in Oconto, Shawano, and Waupaca counties, Wis. The segments are 
between the junction switch at Gillett Junction and Northern Junc- 
tion in Oconto county; between a point near Northern Junction to 
the junction switch at Southern Junction, in Shawano county, and 
between the junction switch at Shawano Junction to a point near 
Mile Post C-i, north of Clintonville, Wis. 

Finance No. 11084. Moosic Mountain & Carbondale Railroad Co. 
asks for an order approving and authorizing the purchase by it of the 
right of way tracks and other properties of the Grassy Island Rail- 
road Co. The Moosic Mountain is operated by the Erie. The Grassy 
Island's stock is owned by the Erie Land & Improvement Co., all the 
stock of which in turn is owned by the Erie, which operates the line 
of the Grassy Island. The Moosic Mountain is a road about 4.21 miles 
long in Lackawanna county, Pa. The Grassy Island line is about 2,209 
feet long, also in Lackawanna County. 

Finance No. 10261. Supplemental. Erie Railroad Co. asks for modi- 
cation of the Commission’s report and order and supplemental orders 
in Finance No. 10309, providing for the issue of not to exceed $11,282,- 
000, of equipment trust certificates so that it may acquire 500 additional 
50-ton steel sheathed, wood lined box cars and 300 additional steel 
sheathed, wood-lined automobile cars at an estimated cost of $2,275,000. 
It is proposed to utilize reusable material in the construction of these 
cars. One hundred of the automobile cars will be equipped with auto- 
mobile loading devices. It is proposed to finance this additional con- 
struction with the aid of the PWA. 

Finance No. 10377. Supplemental. Delaware, Lackawanna & West- 
ern Railroad Co. asks for authority to assume obligation as lessee and 
guarantor in respect of two equipment trust agreements and leases, 
and equipment trust certificates issued thereunder. It is desired by the 
parties to the trust agreement to amend it by changing the number of 


Jsteel sheathed box cars, including the trust from 886 to 883 because of 


the destruction since the trust agreement of three box cars originally 
intended to be reconstructed into steel sheathed box cars and included 
in the trust equipment. It is also desired to change the agreement by 
changing the total of the principal from $1,043,000 to $1,033,000. 


COTTON BELT TRUSTEE 


The Commission, by division 4, by order (not report and 
order), in Finance No. 11040, St. Louis Southwestern Rail- 
way Co. reorganization, has ratified the appointment of Berry- 
man Henwood to be trustee of the St. Louis Southwestern 
Railway Co., the St. Louis Southwestern Railway Co. of 
Texas, the Central Arkansas & Eastern Railway Co., and the 
Stephenville North & South Texas Railway Co. Mr. Hen- 
wood was appointed trustee of the carriers composing the 
Cotton Belt system by the federal court for the eastern dis- 
trict of Missouri, eastern division. 


NEW YORK CENTRAL FINANCING 

To carry out its financing program recently outlined at 
the Reconstruction Finance Corporation (see Traffic World, 
Nov. 23, p. 893), the New York Central, in a supplemental 
application in Finance No. 9180, has applied for extension of 
loans from the RFC aggregating $11,899,000, maturing in 
1936 and 1937, until July 1, 1941. Reference was made in the 
application to the fact that $15,600,000 of the road’s indebted- 
ness to the RFC had been paid off. The notes evidencing the 
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extended loans will bear 4 per cent interest under the offer 
of Chairman Jones of the RFC. 

Chairman Jones, of the RFC, at his press conference late 
January 30, in answer to questions, said the New York Central 
had not asked for RFC aid in meeting about sixty-five mil- 
lion dollars of maturities to banks, but that the RFC would 
aid the carrier if it asked for help. He also said it would 
lend money for financing rail purchases of the same carrier if 
it were asked to do so. 


IRON MOUNTAIN LEGAL FEE 


Testimony in support of a claim for $75,000 as a fee and 
$3,501 as expenses has been submitted in Finance No. 9918, 
Missouri Pacific reorganization, in a hearing held by Examiner 
Boyden, by James H. McIntosh, Thomas W. White and E. W. 
Bourne, legal counsel for the Bankers Trust Co. of New York, 
and W. H. Bixby, as trustees under the first mortgage of the 
St. Louis, Iron Mountain & Southern (river and gulf divisions), 
due May 1, 1933. The firms of which the witnesses are members 
ask for an order from the Commission authorizing the pay- 
ment for services on account of the litigation known as the 
“gold clause cases” that went to the Supreme Court of the 
United States. In the course of his testimony when the reor- 
ganization plan that had been submitted by the Missouri Pacific, 
of which the Iron Mountain is a part, was mentioned, Mr. 
McIntosh said it was a foolish one. He did not say why, in 
his testimony, but later explained that it was too favorable to 
stockholders. 


LIVESTOCK LOADING CHARGES 


Protestants in I. and S. No. 4109, live stock loaded and 
unloaded at Chicago, in reply to the petition for rehearing, 
reconsideration and reargument, filed by the Union Stock Yard 
& Transit Co., assert that there are no errors of law in the 
decision of the Commission disclosed by the petition; and that 
no new facts material to the issues now before the Commis- 
sion are set forth in the petition. 5 

The petition, declares the answer, consists in large meas- 
ure of a reargument by respondent of the propositions which 
it has repeatedly advanced in the past quarter of a century 
in that the answer calls “its persistent endeavor to avoid the 
jurisdiction of the Commission.” Both the Supreme Court of 
the United States and the Commission, declared the reply, 
have repeatedly refused to approve these propositions in a 
long series of decided cases. 

“The complete answer to every argument which the re- 
spondent advances to defeat the jurisdiction of the Commis- 
sion,” says the reply, “is that the service performed by it is 
an inseparable part of, and is itself, transportation by rail- 
road, and that it is a service which the respondent holds itself 
out to perform, for hire, for all whom the railroads serve. This 
is the gist of the Commission’s decision.” 

In this petition, the reply says, the stock yard company 
discovered and asserts for the first time that it is the Secre- 
tary of Agriculture who, for the past fifteen years, has had 
jurisdiction, and not the Interstate Commerce Commission with 
which its tariffs were filed in that period. The reply asserts 
that there is no trouble in discovering the boundary between 
the jurisdiction of the Commission and of the Secretary of 
Agriculture and that there is no question of serving two masters 
involved in the case. 


CHANGES IN SURCHARGES 


The Commission, by division 2, has given sixth section 
permission, in sixth section order No. 150763, not a report and 
order, to the tariff publishing agents of the country to make 
changes in the surcharges and rules pertaining to them per- 
mitted by it in Ex Parte No. 115, emergency charges of 1935, 
on ten days’ notice. The order was made public Jan. 27. The 
Commission, also by that sixth section permission, has per- 
mitted the agents to publish the changes in the form of the 
tariff that may be supplemented by reason of the permission 
> oan the charges and rules. The changes authorized 
ollow: 


Part 3: General Rules Governing Parts 1, 2 and 4. 
Item 25. Combination Rates 
Amend paragraph (b) to read as follows: 

(b) Where the minimum weights are different in connection 
with the separate factors in combination through rates, the mini- 
mum to be observed in assessing the emergency charge under Part 
4 shall be the lowest applicable to any factor (subject to Item 15 
where one or more of the factors are stated in rates per unit other 
than weight). 

Add the following note at end of Item 25: 

Note: Factors in connection with which (when applied as local 

rates) no emergency charge would be assessed solely by reason of 
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, Item No. 5 will nevertheless be regarded as subject to this tariff 
for the purpose of applying Item No. 25. 


Part 4: LIST OF COMMODITIES 
MAXIMUM EMERGENCY CHARGES IN CENTS PER 100 POUNDS 
(Except as otherwise provided) 


Applicable on traffic moving at class rates or commodity rates. 
Group 60: 
Add: Under caption ‘‘Mill Products, as follows, not specifically 
prepared or packed for sale as human food products:” 
Semolina—No Emergency Charge. 
Group 282: 
Now reads: 
Cream, Fresh 
Milk, Fresh 
Change to read: 
Cream or Milk, Fresh or Sour—No Emergency Charge 
Group 333: . 
Add: 
Zinc Ore Residue—2 cents 
Group 392: 
Add: 
Carbonate of Lime, N. O. I. B. N.—2 cents 
Group 401: 
Add: 
Mine Wedges—No Emergency Charge 
Group 430: 
Add: 
Tie Plugs—No Emergency Charge 
Now reads: 

Frames, Door, Screen or Window, knocked down, without 

pulleys 
Change to read: 
Frames, Blind, Door, Screen or Window, knocked down, with or 
without pulleys—No Emergency Charge 
Group 489: 

Now reads: 

Castings, N. O. I. B. N. (Note C) 

Forgings, N. O. I. B. N. (Note D) 
Change to read: 

Castings (Note C) 

Forgings (Note D)—¥% cent to 2 cents 
Add: 

(14) Cross Ties—% cent to 2 cents 

(14) Applicable only when in mixed carloads with one or more 
of the other articles in this group not bearing this refer- 
ence mark ‘(14)’ 

Group 552: 
Blocks or Tile, Building (Gypsum or Plaster)—1% cents 
Group 561: 
Change to read: 

Gypsum, Calcined; Gypsum Filler; Gypsum, ground (not land 
plaster); Kalsomine (Calcimine), Dry; Keenes Cement; 
Mortar, Building, Dry; Plaster, Calcined; Plaster of Paris; 
Plaster, Stucco; Plaster, Wall—1% cents 

Group 640: 
Add: 
Ammoniacal Liquor, in tank cars containing not more than 
35% NH3 by weight—No Emergency Charge 
Now reads: 
Tobacco Dust, Tobacco Refuse, Tobacco Sand 
Change to read: 

Tobacco Dust, Refuse, Sand or Waste—No Emergency Charge 
See Note 

Note—Will apply only on Tobacco Dust, Refuse, Sand or Waste 
released by the U. S. Government from Internal Revenue 
Tax and will not apply on Tobacco or Refuse in any form 
which has further value for the manufacture of taxable 
tobacco products. 

Group 697: . 
Now reads: 

Frames, Blind, Door, Screen or Window, set-up or knocked 

down, with or without pulleys 
Change to read: 

Frames, Blind ,Door ,Screen or Window, set-up, with or with- 

out pulleys—3 cents 
Group 701: ° 
Add: 

Dehydrated Sugar Cane Pitch—1 cent 

Bagasse, including Shredded Bagasse—1 cent 

Tankage, other than feeding, fertilizer or garbage tankage—1l 
cent 


REDUCED WOODPULP RATES 


Defending the reduced rates on woodpulp proposed by 
them in tariffs dated to be effective Feb. 1 and later dates 
(see Traffic World, Jan. 25), the Trunk Line Association rail- 
roads say the purpose of the lower rates is to meet competition 
through the Great Lakes via Toledo, O., and truck or rail from 
Toledo to the Miami valley in Ohio. This defense was made 
against the protest of the New England Paper and Pulp Traffic 
Association and against later similar protests by the Brown Co. 
of Berlin, N. H., and the International Paper Co. 

The ocean rates on woodpulp to the north Atlantic ports 
and to Montreal are the same, says the answer of the trunk 
lines. The steamer rate from Montreal to Toledo on woodpulp 
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transshipped from ocean vessels to lake vessels at Montreal, it 
continues, is 10 cents a hundred pounds. The rail rate from 
Toledo to Hamilton, O. (as representative of the destination 
group in question), continues the defense, is 10 cents making 
the transportation rate from Montreal to Hamilton 20 cents or 
$4 a ton. 

According to the defense the rail carriers from United 
States north Atlantic ports have watched with considerable 
alarm the increased quantities of woodpulp that has been 
diverted from the United States ports to Montreal through the 
Great Lakes and Toledo for Miami valley destinations. In 
fact, they assert, Toledo has become a large storage point for 
woodpulp imported in the summer months when the lakes are 
open, and held for later shipment to the paper manufacturers 
in the Miami valley. 

To meet this competition the trunk lines said they pro- 
posed a rate of 20.5 cents from Baltimore and Hampton Roads 
ports, with the usual differentials higher from other north 
Atlantic ports. Thus they said the lowest proposed rate from 
north Atlantic ports did not completely meet the transportation 
cost through Montreal and Toledo. But they said it would be 
sufficient, they had been assured, to induce movement via rails. 

“It has been forcibly demonstrated to the carriers for 
whom this answer is filed,” says the answer, “that unless this 
transportation cost through the Great Lakes is met for rail 
movement from the United States north Atlantic ports, the com- 
ing summer season of 1936 will see practically all of the wood- 
pulp consumed in the Miami valley diverted to the port of 
Montreal, except as carriers may, to a limited extent, compete 
with the truck in the haul from Toledo, but on that relatively 
small quantity, the rail lines would have extremely short hauls 
instead of the normal haul from the Atlantic ports.” 

Commenting on the surprise expressed by the New England 
protestant that the effective date of the tariffs was as early as 
Feb. 1, about two months ahead of the opening of navigation 
on the Great Lakes, the trunk lines pointed out that arrange- 
ments for shipments were made with producers in the Scan- 
dinavian countries in February and that shipments from the 
Baltic were begun in April. They asserted that unless they 
were permitted to make changes in rates in time to enable con- 
sumers of woodpulp to make arrangements for shipments, 
effective dates in May, for instance, would do them no good 
whatever. 

The Commission has refused to suspend supplement No. 5 
to Curlett’s I. C. C. A452, dated to be effective February 1, 
and other tariffs proposing reduced rates on woodpulp from 
eastern territory to central territory paper-making points (see 
Traffic World, Jan. 25, p. 162). 


COMMISSION ORDERS 


No. 26542, International Paper Sales Co., Inc., vs. Georgia Rail- 
road & Banking Co. et al. Order of May 16, 1935, as subsequently 
modified, further modified to become effective on March 28, 1936, 
on not less than 30 days’ notice instead of February 27, 1936. 

No. 27245, Northeastern Warehouse Co. vs. Reading. Pennsylvania 
Railroad Co. permitted to intervene. 

Finance No. 9447, Old Colony Railroad Co. bonds. Order and sup- 
plemental order, by division 4, entered on June 28, 1932, and September 
19, 1932, 184 I. C. C. 742, and 187 I. C. C. 439, respectively, as modi- 
fied January 10, 1934, further modified so as to permit the Old Colony 
Railroad Co. to pledge and repledge from time to time to and in- 
cluding June 30, 1938, at the ratio prescribed in the orders, all or 
any part of $1,500,000 of first mortgage gold bonds, series D, as col- 
lateral security for any note or notes issued or which may be issued 
by it within the limitations of section 20a(9) of the interstate com- 
merce act. 

Finance No. 10894, Brownsville Switching & Terminal Railroad Co. 
proposed construction. Application of the Brownsville Switching & 
Terminal Railroad Co. dismissed without prejudice. 

No. 26690, Blumer Brewing Corporation vs. C. M. St. P. & P. 
et al. Petition of complainant for reconsideration, denied. 

No. 26702, Merchant Truckmen’s Bureau of New York vs. Erie 
Railroad and the Pennsylvania. Application of complainant for sub- 
poena duces tecum, denied. 

No. 27066, Waupun Oil Co. et al. vs. A. & S. et al. W. D. Rich- 
ardson, temporary trustee for the Cosden Oil Corporation, permitted 
to intervene. 

Finance No. 11053, application of Suncook Valley Railroad for a 
certificate authorizing it to operate its trains over a line of the Bos- 
ton & Maine in New Hampshire. Boston & Maine Railroad permitted 
to intervene. 

Air Mail Docket No. 12, Central Airlines, Inc., vs. Pennsylvania 
Airlines & Transport Co. Detroit Board of Commerce permitted to 
intervene. 

Finance No. 10297, Pennsylvania Railroad Co. securities. Sixth 
supplemental order. On applicant’s request petition of January 13 
requesting a modification of the fifth supplemental order of the Com- 
mission, by division 4, entered November 18, 1935, so as to approve 
the placing of a certain notation on not exceeding $30,800,000 of 
30-year secured 4 per cent serial bonds, dismissed. 

Finance No. 11062, application of Frank O. Lowden, James E. 
Gorman and Joseph B. Fleming, trustees of the estate of the Chicago, 
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Rock Island & Pacific for authority to abandon a branch line of rail- 
way in Johnson and Washington counties, state of Iowa. Northwest- 
ern Lumbermen’s Association permitted to intervene. 

No. 26166, Nash-Finch Co. et al. vs. A. T. & S. F. et al., and 
No. 26897, Chamber of Commerce of Greeley, Colo., vs. Union Pacific 
et al. Petition filed on behalf of defendant carriers operating in west- 
ern trunk line and southwestern territories for modification of the 
order in No. 26166 and petition filed by complainants for rehearing 
and/or reconsideration in No. 26897, denied. 

No. 26523, Swift & Co. vs. Union Pacific et al., and a sub-number 
thereunder, Armour & Co. et al. vs. Same; No. 26639, Cudahy Packing 
Co. et al. vs. A. T. & S. F. et al., and No. 26757, Seymour Packing 
Co. vs. A. T. & N. et al. Order entered on November 21, 1935, which 
was by its terms made effective on or before February 27, 1936, modi- 
fied to become effective on April 1, 1936, instead of February 27, 1936. 

Fourth Section Application No. 15899, plumbing and electrical 
materials from Sheboygan, Wis., 211 I. C. C. 505, reopened and as- 
signed for further hearing and reconsideration at a time and place 
to be hereafter fixed by the Commission. 

Il. and S. No. 4111, loading and unloading charges at Buffalo, N. 
Y. Order of December 17, 1935, which was by its terms made effec- 
tive January 31, 1936, modified so as to become effective on March 
14, 1936, on one day’s notice. 

No. 13535 et al., consolidated southwestern cases. Order of De- 
cember 3, 1935, in twenty-third supplemental report, amended by add- 
ing thereto, immediately after the present third ordering paragraph 
thereof, the following: ‘‘It is further ordered, That the said order 
heretofore entered in said proceedings on April 5, 1927, so far as 
the same pertains to ocean-rail, rail-ocean, and rail-ocean-rail rates 
and as said order is hereinabove and has heretofore been amended, 
be, and it is hereby, further amended so that it shall conform and 
apply to all findings and modifying provisions of said twenty-third 
supplemental report and shall in all respects become effective on May 
5, 1936.°’ 


PETITIONS FOR REHEARING, ETC. 

No. 22109, in the matter of rates on sand, gravel, crushed stone, 
etc., within the state of South Carolina. Atlantic Coast Line and 
the Charleston & Western Carolina Railway Co. ask the Commission 
to modify the order of July 14, 1931, as subsequently reaffirmed and 
made effective on January 17, 1934, by order dated November 7, 1933. 

No. 26733, Traffic Bureau, Lynchburg Chamber of Commerce, vs. 
Southern et al. Complaint asks for reconsideration or for a reopening 
for the purpose of a further hearing. 

No. 26202, Altavista Ice Co. et al. vs. Virginia Railway Co. et al. 
Complainant asks for reconsideration of the record. 

1. and S. No. 4111, loading and unloading charges at Buffalo, N. Y. 
Respondents ask for reopening and reconsideration by the whole Com- 
mission on the record as made of the decision of Division 2 (December 
17, 1935). 

1. and S. No. 4111, loading and unloading charges at Buffalo, N. Y. 
Respondents ask for modification of order dated December 17, 1935. 

No. 26683, Anchor Storage Co. et al. vs. Alton et al. Complainants 
ask for reconsideration. 


No. 25785, A. S. Nowlin & Co. et al. vs. C. & O. et al. Chesa- 
peake & Ohio Railway Co. and Norfolk & Western Railway Co. ask 
for modification or correction of the order of division 4 entered on 
November 25, 1935, so far as it prescribed, for the future, rates from 


_C. & O. origins to Bassett, Va. 


No. 26522, Champlin Refining Co. et al. vs. A. T. & S. F. et al. 
Steamboat Transfer & Storage, one of the complainants in this pro- 
ceeding, asks for reopening and rehearing. 

1. and S. No. 4075, fruit and vegetable packages in southwest. 
Carriers operating railroads from, to and between points in south- 
western territory ask for reopening and reargument and reconsidera- 
tion by the entire Commission, in connection with I. and S. No, 
7028 for the reopening of which a petition has been filed. 

No. 26821, Badger Paper Mills, Inc., vs. C. & N. W. et al. Com- 
plainant asks for rehearing and/or reconsideration. 

No. 26278, Illinois Coal Traffic Bureau vs. A. & E. et al. Carriers 
ask for reopening, rehearing and reargument and postponement of 
effective date of an order herein pending such reconsideration. 

No. 25600 and Sub. No. 1, Amato & Sons, Inc., et al. vs. A. T. 
& S. F. et al., 209 I. C. C. 377. Defendants ask for reopening, further 
hearing, reargument and reconsideration and for vacation or modifi- 
cation of order of June 17, 1935. 

No. 24252, George K. Hale Manufacturing Co. et al. vs. Atlantic & 
Yadkin Railway Co. et al. Complainants ask for reopening, rehearing, 
reconsideration, modification and/or clarification. Petition includes 
Nos. 24252, Sub. No. 1, 24172, 25147 and 25477. 

No. 26240, Midwest Coal Traffic Bureau vs. Arkansas Western 
et al., and a sub-number thereunder, Same vs. Same. Complainants 
ask for reopening, reconsideration and reargument before the entire 
Commission and argument in support thereof. 


DEPRECIATION CHARGES 


The Commission, in No. 15100, depreciation charges of 
steam railroad companies, by sub-orders Nos. 370A, 509A, 
582A and 606 to 615, not reports and orders, has prescribed 
composite percentages of depreciation for all equipment on 
railroads mentioned in them. Some of the orders are modi- 
fications of prior orders. Among rates prescribed are the 
following: Pittsburgh, Lisbon & Western, 6.72 per cent; Ter- 
minal Railroad Association of St. Louis, 3.31 per cent; and 
Winifrede Railroad Co., 9.44 per cent. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 


(Supreme Court of Washington.) “Rebuttal evidence” 
generally is receivable only where new matter has been de- 
veloped by evidence of one party and is ordinarily limited to 
reply to new points. (W. E. Roche Fruit Co. vs. Northern 
Pac. Ry. Co., 52 Pac. (2d) 325.) 

Admission of rebuttal evidence is within trial court’s dis- 
cretion.—Ibid. 

In shipper’s action against carrier for damages to carloads 
of fruit, wherein shipper proved that fruit was delivered in 
good condition to carrier and was delivered to consignee in 
bad condition, and relied on presumption that carrier’s negli- 
gence caused damage, disallowing shipper to prove in rebuttal, 
after railroad had introduced testimony to show that fruit ar- 
rived in good condition, that another had shipped fruit in 
previous years and fruit arrived in good condition, and that 
those cars were better equipped and that increase of capacity 
load of refrigerator cars was not usual equipment held not 
abuse of discretion; such testimony being matter for case in 
chief.—Ibid. 

Carrier is not an insurer even as to perishables and re- 
lieves itself of liability by showing that it used reasonable care 
and diligence considering nature of shipments.—Ibid. 

In shipper’s action against carrier for damage to fruit 
whether fruit arrived at destination in as good condition as 
when shipped, and whether damage done was due to inherent 
nature of fruit when delivered to carrier held for jury.—Ibid. 





Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1936, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


_ (Circuit Court of Appeals, Second Circuit.) In prosecu- 
tion for soliciting rebate and concession, evidence held suf- 
ficient for jury on charge that corporate consignee, through 
its secretary-treasurer, surreptitiously removed certain mer- 
chandise from car in absence of railroad’s checker, creating 
shortage later claimed (Elkins Act, Sec. 1, as amended, 49 
USCA, Sec. 41 (1). (United States vs. Satuloff Bros., 79 Fed. 
Rep. (2d) 846.) 


Verdict, though final as between parties unless reversed on 
appeal, is not binding on one not party to action.—Ibid. 
Judgments in civil actions are inadmissible in criminal 


prosecutions as proofs of any facts determined by such judg- 
ments.—Ibid. 


In prosecution against corporate consignee and its secre- 
tary-treasurer for soliciting rebate and concession by falsely 
claiming shortage after surreptitiously removing merchandise 
from car, judgment for consignee, in action against railroad 
for improperly losing merchandise held inadmissible either 
on theory of res judicata or as presumptive proof of what 
happened to merchandise (Elkins Act, Sec. 1, as amended, 49 
USCA, Sec. 41(1)).—Ibid. 

Gist of offense for soliciting rebate under Interstate Com- 
merce Act is fraud in obtaining transportation at rate less than 
established rate by false billing or other fraudulent devices 
oe Commerce Act, Sec. 10 (3), 49 USCA, Sec. 10(3)). 
—Ibid. 

Corporate consignee, indicted for knowingly soliciting re- 
bate and concession from railroad, held to have knowledge 
through its secretary-treasurer who participated in surreptiti- 
ously removing merchandise from car, and who subsequently 
prepared claim for shortage (Elkins Act, Sec. 1, as amended, 
49 USCA, Sec. 41(1)).—Ibid. 


The Traffic World 


PAGE 203 


‘ Under evidence that corporate consignee, through its secre- 
tary-treasurer, surreptitiously removed merchandise from car, 
indictment charging them with soliciting rebate and concession 
from railroad by falsely claiming loss of merchandise during 
transportation held sufficiently to state offense under Elkins 
Act, as against contention that offense, if any, was against 
Interstate Commerce Act relating to fraud in obtaining trans- 
portation at rate less than established rate (Interstate Com- 
merce Act, Sec. 10 (3), 49 USCA, Sec. 10(3); Elkins Act, Sec. 
a - amended, 49 USCA, Sec. 41 (1); 18 USCA, Sec. 556).— 
Ibid. 

Where indictment charged that corporate consignee and 
its secretary-treasurer solicited rebate and concession from 
railroad by falsely claiming shortage in shipment, words “false 
claim” could be rejected as surplusage; it being unnecessary to 
specify particular character of device used in violating Elkins 
Act (Elkins Act, Sec. 1, as amended, 49 USCA, Sec. 41(1); 
18 USCA, Sec. 556).—Ibid. 

Although fraud may be alleged and proved under Elkins 
Act relating to acceptance or receipt of concession whereby 
property in interstate or foreign commerce is transported by 
any device at less than published rate, fraud held not neces- 
sary element of offense (Elkins Act, Sec. 1, as amended, 49 
USCA, Sec. 41 (1)).—Ibid. 

In prosecution against corporate consignee and its secre- 
tary-treasurer for soliciting rebate and concession from rail- 
road by falsely claiming shortage, corporation’s truck driver 
held properly permitted to testify regarding conversation with 
secretary-treasurer’s uncle near car, whereby uncle directed 
driver to remove merchandise therefrom, since uncle’s testi- 
mony indicated his presence and jury could have found that 
he had authority to give such direction (Elkins Act, Sec. 1, as 
amended, 49 USCA, Sec. 41 (1)).—Ibid. 


COURTS AND RAIL PENSIONS 


A bill (H. R. 10663) forbidding federal judges to declare 
the railroad retirement (pension) act unconstitutional has 
been introduced by Representative Monaghan, of Montana. 

The bill would amend section 12 of the pension act to 
read as follows: 


“Federal judges are forbidden to declare this act of Congress un- 
constitutional. 


‘“‘No appeal shall be permitted in any case in which the constitu- 
tionality of this act is challenged, the passage by Congress of this act 
being deemed conclusive presumption of its constitutionality. 

“Any Federal judge who declares this act unconstitutional is 
hereby declared to be guilty of violating the constitutional require- 
ment of ‘good behavior’ upon which his tenure of office rests and shall 
be held by such decision ipso facto to have vacated his office and the 
President of the United States is hereby authorized to nominate a suc- 
cessor to fill the position vacated by such judicial officer.’’ 


A companion measure, H. R. 10664, introduced by the 
same congressman, would provide for like treatment of the 
taxing act imposing taxes on railroad companies and rail- 
road employes to produce sums of money equivalent to the 
sums of money the government would have to spend in pay- 
ing railroad employe pensions under the pension act. 

Mr. Monaghan said these bills would prevent the Supreme 
Court “or other federal judges from declaring the railroad 
retirement act, whichtno doubt will come before them soon, 
unconstitutional” and would take the pension and taxing acts 
“out of the usurped jurisdiction of the court.” He admitted 
he felt the Supreme Court in the AAA decision pointed the way 
to a “nullification of the railroad retirement law.” 


MOLASSES “CUT BACK” 


Hearing was held in docket No. 27250, blackstrap molasses 
from gulf ports to Peoria, Ill., before Examiner Armes at Chi- 
cago, beginning January 24 and carrying over to the forepart 
of this week. The case was instituted on the Commission’s own 
motion to ascertain the facts with reference to the basis of 
rates under which import blackstrap is shipped from New 
Orleans, Mobile and Gulfport to Peoria and there manufactured 
into solvents at the plant of the Commercial Solvents Com- 
pany. 

Under the tariffs of the Illinois Central and other lines a 
rate of 30 cents plus a 1 cent emergency charge is assessed 
on the molasses and a refund made down to 17% cents on 
500 pounds each time 100 pounds of acetone, butyl acetate, 
ethyl acetate, or butyl alcohol is shipped by rail out of the 
solvents plant. 

No one appeared at the hearing to protest against this 
arrangement. R. P. DeCamp, general commerce agent, IIli- 
nois Central, testified that there was nothing unusual in the 
tariff arrangement, commonly called among railroad traffic men 
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a “cut back” arrangement. He cited numerous tariffs on logs, 
tobacco, sweet potatoes, cottonseed, and other products where 
rates were assessed on that plan. W. D. McKinstry, comp- 
troller, introduced figures to show that, at the 17% cent rate, 
the Illinois Central made something above the out-of-pocket 
cost of moving the molasses. W. J. Leahy, inspector of trans- 
portation, testified as to the operating side of the movement, 
explaining that the molasses was shipped in tank cars loaded 
to 95,000 pounds and that these were hauled in regular trains, 
usually five to a train. 

H. E. Perry, operating vice-president, and F. S. Reigel, 
traffic manager, Commercial Solvents Company, told about 
their original plan of shipping molasses by water at the time 
when the rate was still 30 cents. They had already begun 
negotiations for the purchase of a tug and four barges when 
the railroads approached them to discover, if possible, how low 
the rail rate would have to be made to hold the business. The 
negotiations were continued and the river equipment purchased, 
Mr. Perry testified. He said it was used to bring to Peoria 
about one-third of the requirements of the solvents plant in 
1935 at a transportation cost of 11 cents a hundred pounds, but 
that his company was not desirous of adding to that equipment 
if the rail rate remained at 17% cents. He said he did not 
feel that the solvents company ought to be in the transporta- 
tion business. However, any higher rate than that now in 
effect would certainly make him consider other methods of 
transportation than rail. 

Mr. Reigel said that, on the basis of nine months of opera- 
tion in 1935, the solvents company had annual requirements of 
1,300 tank carloads of molasses. In years of more nearly nor- 
mal business, he added, those requirements might rise to 2,600 
carloads. 

Roy Craig, Allied Mills, Peoria, manufacturers of mixed 
feeds in which molasses is an ingredient, said he had no protest 
to make against the rate as accorded the solvents company. 
His company got molasses by rail from the gulf ports on a 
transit rate, he said. 


COAL TO ST. LOUIS-EAST ST. LOUIS 


By fourth section order No. 12187, coal to the St. Louis- 
East St. Louis group (not report and order), the Commission, 
division 2, in fourth section application No. 16136, has au- 
thorized the Baltimore & Ohio and other railroads to estab- 
lish until the effective date of the order to be entered after 
further consideration in fourth section application No. 16136, 
rates, coal and coal briquettes, from stations in the Virginias 
and Kentucky on the Norfolk & Western, Chesapeake & Ohio, 
Carolina, Clinchfield & Ohio, Interstate Railroad and Vir- 
ginian Railway to St. Louis, Mo., East St. Louis, National 
Stock Yards, Brooklyn, Venice, Madison and Granite City, 
Ill., the same as those now in effect over competing routes 
and to maintain higher rates to intermediate points. The 
relief is subject to the proviso that the rates to the inter- 
mediate points shall not exceed those in effect over other 
lines or routes from and to the same points, shall not be 
increased, without permission by the Commission, and shall 
not exceed the lowest combination nor apply over any route 
more than 50 per cent circuitous. 


APPLE RELIEF DENIED 


The Commission, by division 2, in fourth section applica-) 
tion No. 15146, fresh apples from trunk line territory to the 
south, by fourth section order No. 12184 (not a report and 
order), has denied relief from the long-and-short haul part of 
section 4 to parties to Curlett’s I. C. C. Nos. A-361 and A-362. 
They desired to establish and maintain rates, fresh apples, 
from points in eastern trunk line territory to points in southern 
territory, without observing the long-and-short haul part of 
section 4. The Commission said sufficient justification for the 
relief had not been shown. 


TERMINAL ALLOWANCE CASES 


The Commission, by division 3, by order (not report and 
order), has repened various parts of Ex Parte No. 104, part 
II, terminal service allowances, with a view to bringing the 
records therein to date. The parts that have been reopened 
have not been disposed of by decisions. Changes, however, 
have taken place since the hearings were held. In some in- 
stances the allowances for terminal switching have been dis- 
continued. In some instances changes have been made in the 
allowance. The parts that have been reopened are: American 
Bridge Co., Gary, Ind., served by the E. J. & E.; American 
Petroleum Co., Houston, Tex., served by the Texas & New 
Orleans, Missouri Pacific, Gulf, Colorado & Santa Fe, M.-K.-T. 
of Texas, and Burlington-Rock Island; American Steel & Wire 
Co. of New Jersey, Waukegan, IIl., served by the E. J. & E. 
and C. & N. W.; National Tube Co., Gary, Ind., served by the 
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E. J. & E.; Pure Oil Co., Smith’s Bluff, Tex., served by the 
Kansas City Southern; Sinclair Refining Co., Houston, Tex., 
served by the Texas & New Orleans, Missouri Pacific, Gulf, 
Colorado & Santa Fe, M.-K.-T. of Texas, Burlington-Rock Is- 
land; Standard Oil Company of Indiana, Whiting, Ind., served 
by the E. J. & E., Indiana Harbor Belt, B. & O., B. & O. Chi- 
cago Terminal, Pennsylvania and New York Central; and 
Standard Oil Co. of New Jersey, Bayonne, N. J., served by 
the Central of New Jersey and the Lehigh Valley. 


FALSE BILLING 

“The Commission is advised that on January 27, two in- 
formations, each in three counts, were presented to Federal 
Judge Barrett at Augusta in the southern district of Georgia, 
charging B. T. Lowe & Company, Inc., and Frank A. Calhoun 
Company, Inc., respectively, with violations of section 10 of 
the interstate commerce act,” says Secretary McGinty. “The 
substance of the information was that each of these defend- 
ants had procured transportation of wagon cotton under 
transit privilege through falsely representing that the wagon 
cotton had come into Augusta by rail. Pleas of guilty were 
entered on the filing of these informations and the court 
imposed a fine aggregating $1,500 against each defendant. 

“These cases were investigated by representatives of the 
Commission’s Bureau of Inquiry.” 


COTTON TO NEW ENGLAND 


The Commission, division 2, by order (not a report and 
order), in fourth section application No. 15301 on behalf of 
parties to Johanson’s I. C. C. 2437 and fourth section applica- 
tion No. 15311 on behalf of parties to Speiden’s I. C. C. 1675, 
has denied temporary authority to the carriers to establish 
and maintain rates, cotton, minimum 65,000 pounds, from 
Little Rock, Ark., and other points in the southwest, also from 
Memphis, Tenn., and other points named in Speiden’s I. C. C. 
1675, to Boston, New Bedford, and Fall River, Mass., and 
Providence, R. I., without observing the long-and-short-haul 
part of section 4. No fourth section order number was at- 
tached to this denial of temporary relief. The denial was 
placed on a finding of insufficient justification. 


GEORGIA FERTILIZER SURCHARGES 

The Commission, in No. 26950, Georgia fertilizer and mate- 
rials rates, by order, not a report and order, has required the 
imposition on state fertilizer and fertilizer material traffic of 
emergency charges similar to those authorized by it on inter- 
state traffic, on March 5. 

In its report in this case the Commission found that the 
failure of the railroads, due to the action of the Georgia com- 
mission, to impose surcharges on state traffic resulted in unjust 
discrimination against interstate commerce. It said that if 
the intrastate rates were not changed by January 27 the mat- 
ter might be brought to its further attention with the view 
of an entry of an order. No change having been made in the 
state rates the Commission issued the order establishing the 
surcharges on state traffic effective March 5. 


} EMERGENCY CHARGES IN GEORGIA 

The Commission, in No. 26992, emergency freight charges 
within Georgia, by order, not a report and order, has directed 
the railroads on March 5 to impose emergency freight charges 
on Georgia intrastate traffic the same as interstate charges per- 
mitted by it in Ex Parte No. 115, except on crushei! stone, 
sand, and gravel and similar articles taking the same rates. 
The order was issued because the Georgia commission had 
not by January 27 permitted the railroads to impose charges 
on state traffic so as to remove the unjust discrimination against 
interstate commerce found by the Commission in its report of 
January 6. The Commission in making that report said fhat 
unless emergency charges were imposed on state traffic by 
January 25 the matter might be brought to its attention with a 
view to the entry of an order requiring the imposition of emer- 
gency charges on state traffic. 


REFRIGERATOR CAR ALLOWANCE 
The Commission has suspended the proposal of carriers 
to reduce allowances on privately owned refrigerator cars to 
1.5 cents a mile for seven months from Feb. 1, in I. and S. 
4169. The allowance now is 1.7 cents for cars owned by 
private car companies and 1.75 for cars owned by shippers. 


DEFICIENCY APPROPRIATIONS 


The House has passed and sent to the Senate the deficiency 
appropriation bill carrying money for the Commission’s motor 
carrier bureau, the Railroad Retirement Board and the pen- 
sion investigation commission (see Traffic World, Jan. 25). 
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REDUCED PASSENGER FARES 


In furtherance of their plans to continue their experiments 
with reduced passenger fares, western railroads have asked the 
Commission to modify orders in respect of rates, fares and 
charges in Nebraska, Illinois and Alabama, issued in connec- 
tion with thirteenth section proceedings. Expressions in those 
petitions show that the western lines believed that their experi- 
ments have produced desirable results. 

The Illinois Central and the St. Louis-San Francisco in No. 
12214, surcharges for transportation of passengers in sleeping 
or parlor cars between points in Alabama, assert “that the 
experience of your petitioners since establishing on Dec. 1, 1933, 
the reduced basic passenger fares and charges, including the 
elimination of the surcharges on sleeping or parlor car tickets, 
as authorized by the order of Nov. 21, 1933, and further or- 
ders. . . .has shown that such reduced fares have stimulated 
passenger travel.” They said that as a result of experience 
gained since the establishment of the reduced rates and charges, 
the carriers operating in the western district had concluded to 
eliminate permanently the surcharges on passengers traveling 
in sleeping or parlor cars. 

Specifically the two carriers sought the vacation of an 
order of June 14, 1921, so far as it applied to the surcharges 
in intrastate commerce in Alabama, “thus giving permanency 
to that portion of the experimental basis of passenger fares, 
and maintained heretofore for temporary periods only under 
the authority of various orders. . .” 

The Chicago & North Western, Burlington, Omaha, St. 
Joseph & Grand Island and Union Pacific companies, in No. 
11829, Nebraska rates, fares and charges, have asked for the 
further modification of an order of Jan. 27, 1921, so as to per- 
mit them, for a further period of six months from April 1 to 
Sept. 30, to continue the reduced passenger fares with which 
they have been experimenting since 1933. They are the fares 
on the three cent parlor and two cent day coach basis. The 
petition applies, however, only to the intrastate fares in Ne- 
braska held on the interstate level by the order of Jan. 27, 
1921. 

The petitioners said that their purpose in making the re- 
duction and eliminating the Pullman surcharges was to arrest 
the downward trend of passenger earnings, and to retrieve a 
part at least of the passenger traffic that they had lost in the 
past few years to private automobiles and to busses. 

“The experience of the western carriers,” say the peti- 
tioners, “indicates definitely that they have made more money 
out of the present adjustment of fares than they would have 
derived from the adjustment in effect prior to Dec. 1, 1933. 
Whether they are making more money out of the present 
adjustment than could be obtained from any other adjust- 
ment is, of course, problematical.” 

The carriers said that it would be in the public interest to 
permit the six months’ extension so as to enable the Commis- 
sion to make its decision in No. 26550, the passenger fare in- 
quiry, while the basis of fares which was in effect at the time 
of the hearings remained in effect, and so that the carriers 
could give further consideration for a permanent adjustment 
after the Commission promulgated its report in No. 26550. 

Asserting that the reduced fares are stimulating passenger 
traffic and are productive of greater net revenue than were 
the fares in effect prior to Dec. 1, 1933, railroads operating 
in Illinois have asked the Commission, in No. 11703, intrastate 
rates within the state of Illinois, to modify its order of Nov. 
13, 1920, so as to authorize for another six months’ period from 
April 1, to September 30, the continuance of the reduced fares 
on intrastate commerce in Illinois. 


STEEL BILLETS, FORT WAYNE TO CHICAGO 


At the hearing in docket No. 27103, Joslyn Manufacturing 
and Supply Company vs. Chicago Junction et al., at Chicago 
before Examiner Armes, January 25, J. J. Low, traffic manager 
of the complaining company, said the rates assessed against 
Steel billets from one plant of the Joslyn company at Fort 
Wayne, Ind., to another at Chicago, and from Chicago and 
South Chicago to Fort Wayne in the other direction were un- 
reasonable. He said the rates paid were based on sixth class 
and amounted to $3.02 eastbound and $2.90 westbound. At the 
Same time, he added, there was a rate in effect on steel billets 
from Peoria to Chicago of $1.50 and from Kokomo, Ind., to 
Chicago of the same amount. Both those points were about 
the same distance from Chicago as Fort Wayne, he said, add- 
ing that he thought the $1.50 rate should apply from the latter 
point. In addition to rates for the future, he asked reparation 
on 120 cars already shipped down to the $1.50 level, which 
would amount, it was estimated, to somewhere around $10,000. 
The defendants took the position that the sixth class basis was 
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the’ proper one to assess on steel billets as partially processed 
iron and steel. The Peoria-Chicago rate was an intrastate ad- 
justment which the railroads did not like but about which they 
could do nothing. The Kokomo-Chicago rate was put in, it was 
testified, very reluctantly, to meet a competitive situation be- 
tween plants in that city and at Peoria. In both instances, 
it was pointed out, the $1.50 rate applied only into Chicago, not 
outbound. 


HALF RATES ON GOVERNMENT GRAIN 

Western trunk lines, according to an announcement by the 
Agricultural Adjustment Administration, have agreed to carry 
seed wheat and seed oats, now held by the Federal Surplus 
Commodities Corporation, at half commercial rates. The seed 
grain, according to’the plan, is to be sent to country elevators 
in Minnesota and the Dakotas. The country elevators are to 
sell the seed wheat to farmers at $1.10 a bushel plus the freight 
rate plus a five cent handling charge. It is estimated that the 
average freight rate will be eight cents a bushel. The seed 
oats will be sold for 30 cents plus freight and plus a three 
cents handling charge. 

The arrangement for half commercial rates was made by 
the AAA officials with the railroads without consulting the 
Commission. Inasmuch as the grain is owned by a govern- 
mental agency, under section 22 of the interstate commerce act, 
the railroads may haul the grain free if they desire or at any 
charge that may be satisfactory to the negotiators. 


CHICAGO TIME STANDARD 


The Commission, division 2, by order (not report and or- 
der) has reopened for further hearing No. 10122, standard 
time zone investigation, on the petition of the city of Chicago 
to put that city in the eastern time zone. The proceeding has 
been set for further hearing at the Hotel Morrison, Chicago, 
February 24, at 10 o’clock a. m., central standard time, before 
Commissioner Aitchison, and at such further places and times 
as may be decided by the commissioner. 

This reopening for further hearing, according to the Com- 
mission’s order, is on consideration of the record in the pro- 
ceeding and in consideration of the petition by the city of 
Chicago for further hearing and modification of the orders in 
ba case and the motion and brief filed by the Chicago Daily 

ews. 

The brief of the Chicago Daily News, made public at the 
time the order of reopening was issued, said that the petition 
asking that Chicago be put in the eastern time zone assumed 
the power of the Commission to remake the standard time 
zones or even to eliminate any standard time zone, though 
fixed and designated by an act of Congress. The power 
granted to the Commission, the brief points out, is to define 
the “limits of each zone.” It points out that the time zones 
are fixed and designated by the act of Congress of March 19, 
1918, saying that the standard time of the first zone (eastern 
zone) shall be based on the mean astronomical time of the 
seventy-fifth degree of longitude west from Greenwich; that 
of the second zone (central time) on the ninetieth degree. It 
points out also that the limits of each zone shall be defined 
by an order of the Commission having regard for the con- 
venience of commercevand the existing junction points and di- 
vision points of common carriers and that such order may be 
modified from time to time. 

Pointing out that Chicago’s location is approximately at 
the nineteenth degree, the brief says that to transfer Chicago, 
“the leading city and the railroad center located approximately 
in the center of the second or certtral time zone, based on the 
ninetieth degree, to the first or eastern time zone, based on 
the seventy-fifth degree, would be to remake the time zones 
fixed by Congress; it would indeed completely destroy the 
second or central time zone.” 

“The prayer of the petition,” says the brief, “should be 
addressed to Congress, and not to the Interstate Commerce 
Commission, to whom Congress did not grant such power.” 

Since the Commission did not have the power to grant 
the relief sought, the Daily News said the reopening of the 
investigation for the purpose of the petition would be a futile 
and unnecessary proceeding. The newspaper said that if: the 
Commission should see fit to reopen the proceeding it was pre- 
pared to show by evidence that neither the convenience of com- 
merce nor the interests of the particular community would be 
served by the change sought, and that confusion in commerce 
throughout the Mississippi valley would result therefrom. 

The order of the Commission says that the proceeding is 
reopened for further hearing on the question of whether the 
orders of the Commissin, dated October 24, 1918, and there- 
after, defining the boundary line between the eastern and cen- 
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tral time zones, as restated in the order of the Commission, of 
May 19, 1928, should be so modified that Chicago, or any of 
the remainder of Illinois, or any portion or all of Michigan, 
Ohio, Indiana, or Wisconsin, now in the central time zone, 
be included within the eastern time zone. 

The Commission also reopened the proceeding for further 
hearing as to the petition of the state of Michigan, previously 
denied, in which that state had sought the inclusion of itself 
in the eastern time zone. The denial of that petition was made 
in an order dated June 2, 1932. 


RAILROAD EARNINGS 


The Commission’s monthly statement on operating revenues 
and operating expenses of Class I railroads, compiled from 
carrier reports by its Bureau of Statistics, for November and 
the eleven months ended with November, 1935, and for the 
corresponding periods of 1934, for the country as a whole, 
follows: 


1935 1934 
Average number of miles operated ....... 237,306 238,669 
Revenues: 
Ee eee ee ee eee $ 248,146,137 $ 208,551,876 
NS as tin seen ad ah 6 qulawe by 27,847,892* 24,848,216+ 
Rts askbGsustos akdun ban she bnee 7,695,187 7,581,816 
SS een cetivkinton tee 4,501,021 4,405,498 
All other transportation .............. 6,982,591 6,129,138 
is dices dcbesstiee es bbs 5,517,601 4,860,343 
i 2c pescewesd oe odwines 851,331 763,750 
EE EES. co ciccwesicvosecessnss 211,252 164,896 
Railway operating revenues ...... $ 301,330,508 $ 256,975,741 
Expenses : 
Maintenance of way structures ...... $ 31,398,220 $ 27,666,391 
Maintenance of equipmentt ......... 58,129,857 50,354,771 
I eae a een ere 7,741,526 7,372,660 
IR So is kb a ws ple Kiba oe bik 106,870,300 95,597,925 
Miscellaneous operations ............. 2,515,760 2,145,400 
RE CH oa StS a ERE se ae eer 12,261,329 14,151,173 
Transportation for investment—Cr. .. 333,593 302,041 
Railway operating expenses ...... $ 218,583,399 $ 196,986,279 
Net revenue from railway operations ....$ 82,747,109 $ 59,989,462 
SG GEE DOCTEEE onc cccccesvoneccsces 18,062,106 17,196,028 
Uncollectible railway revenues .......... 100,842 70,098 
Railway operating income ....... $ 64,584,161 $ 42,723,336 
Equipment rents—Dr. balance ........... $ 7,329,378 $ 7,186,941 
Joint facility rent—Dr. balance ......... 3,020,477 2,995,890 
Net railway operating income ...$ 54,234,306§ $ 32,540,5051 
Ratio of expenses to revenues (pcr cent) . 72.54 76.66 
tIncludes : 
PR 6 cccsktusdnvaisndh oobeeheyee $ 16,023,718 $ 14,992,808 
EE, cc lnkvbks nuuknoakabwis ad esse 185,376 166,827 
Maintenance of equipment before deprecia- 
Perr $ 41,920,763 $ 35,195,136 
Net railway operating income before de- 
preciation and retirements ........... 70,443,400 47,700,140 


*Includes $701,632 sleeping and parlor car surcharge. 

tIncludes $610,630 sleeping and parlor car surcharge. 

§Includes credits to General Expenses in the amount of $324,351 
on account of reversal of charges previously made for liability under, 
the Railroad Retirement Act of 1934. 

{Includes charges to General Expenses in the amount of $1,922,239 
on account of accruals for liability under the Railroad Retirement Act 
of 1934. 

Eleven Months 


. 1935 1934 
Average number of miles operated ....... 237,716 239,027 
Revenues: 
ae cuct ecu se dc cheneeunenen ba $2,555,282,423 $2,434,043,433 
SE ee ere 323,526,542* 314,306,2857 
CS face e win ke Wns epee wk skbm ORD 82,412,999 81,803,263 
Sieh Pisin bid < nde nniews 48,428,720 49,168,406 
All other transportation ............. 75,372,740 69,162,855 
OO ee re eee 62,608,428 59,184,221 
ee 8,899,211 8,453,841 
PENN, Risescverscvscentes 2,261,265 2,063,273 
Railway operating revenues ...... $3,154,269,798 $3,014,059,031 
Expenses : 
Maintenance of way and structures ..$ 365,113,762 $ 339,966,303 
Maintenance of equipmentt .......... 619,513,248 589,289,949 
0 ree ee 86,139,236 81,776,979 
ED bs civpcncus uct sness easou 1,141,694,424 1,065, 787,399 
Miscellaneous operations ............. 27,521,959 24,599,211 
ena aa Di ae SR a a 131,026,097 145,407,538 
Transportation for investment—Cr. 3,238,363 2,792,225 
Railway operating expenses ...... $2,367,770,363 $2,244,035,154 
Net revenue from railway operations ....$ 786,499,435 $ 770,023,877 
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Para CO MOCNMONS oo oink ccdesivconsess 222,353,664 225,801,989 
Uncollectible railway revenues ........... 1,022,301 1,006,712 

Railway operating income ........ $ 563,123,470 $ 543,215,176 
Equipment rents—Dr. balance ........... $ 78,885,507 $ 83,365,054 
Joint facility rent—Dr. balance .......... 32,536,848 33,387,528 

Net railway operating income ....$ 451,701,115§ $ 426,462,5944 
Ratio of expenses to revenues (per cent) . 75.07 74.45 

tIncludes: 

ee eae ry $ 175,838,627 $ 169,679,342 
EG es ns aa Ves as enh dom keed 1,741,193 3,971,760 


Maintenance of equipment before deprecia- 


tion and retirements ................:. $ 441,933,428 $ 415,638,847 
Net railway operating income before de- 
preciation and retirements ........... 629,280,935 600,113,696 


*Includes $8,163,430 sleeping and parlor car surcharge. 

tIncludes $8,461,405 sleeping and parlor car surcharge. 

§Includes credits to General Expenses in the amount of $8,062,411 
on account of reversal of charges previously made for liability under 
the Railroad Retirement Act of 1934. 

{Includes charges to General Expenses in the amount of $10,333,705 
on account of accruals for liability under the Railroad Retirement Act 
of 1934. 





CANADIAN TRAFFIC LEAGUE 


The annual meeting of the Canadian Industrial Traffic 
League was held at the Windsor Hotel, Montreal, January 23. 
Among important matters considered was the report of a spe- 
cial committee on the railroad problem, submitted by S. W. 
Mayhow. which resulted in the adoption of a resolution urging 
cooperative operating projects between the Canadian National 
and Canadian Pacific with a view to effecting economies. The 
resolution pointed out that Canadian National income in 1934 
fell $48,000,000 short of meeting the interest on its funded debt 
and that economies resulting from cooperation between the two 
systems so far “have totaled but one-twentieth of the interest 
on the C. N. R. funded debt.” The resolution urged that greater 
freedom be given to the Board of Railway Commissioners in 
deciding where the public interest lay in the abandonment of 
branch lines, “especially where communities are served by 
competitive means of transportation.” 

The demurrage committee, through its chairman, H. P. 
Schremp, reported on the status of its application before the 
board for an average demurrage agreement. The matter, the 
report said, had been heard in 1930 and it was proposed now 
to revive it. The meeting instructed the committee to ascer- 
tain whether other organizations were willing to join with the 
league in pushing the matter and then to submit its recom- 
mendations to the league. 

The committee on cooperation with railroad executives 
asked that its name be changed to committee to cooperate with 
the executives of transportation agencies. Since the change 
was one in the by-laws, a motion submitting it to the member- 
ship on thirty days’ notice was adopted. 

The highway committee report, submitted by C. W. Middle- 
ton, chairman, reiterated the principles of highway regulation 
adopted in 1933 but added principles intended to preserve the 
inherent advantages of each transportation agency. It said the 
public interest should be regarded as paramount “and that no 
restrictions should be invented or imposed on one form of 
transportation for the benefit of another.” The committee's 
recommendations were adopted. 

The waterways committee, headed by W. Ferguson, sub- 
mitted no recommendations but did call “to the attention of 
the league members certain possible destructive consequences 
arising from methods adopted by the railway companies during 
the past year of attracting freight from the inland waterways.” 
The legislative committee then submitted as one of its two 
recommendations the proposition that the league be “opposed 
to legislation designed to place water carriers under the juris- 
diction of the Board of Railway Commissioners.” The second 
recommendation of the legislative committee contained in the 
report read by S. B. Brown, chairman, expressed opposition to 
“legislation designed to establish or adjust rates by a statute.” 
It was motivated by an abortive attempt in Parliament to ex- 
tend by statute the application of the so-called Crows Nest 
agreement to domestic rail rates. Both the legislative recom- 
mendations were adopted. 

The following officers were elected: 


Honorary president, J. E. Walsh, Canadian Manufacturers’ As- 
sociation, Toronto; president, James Mayor, General Steel Wares, Ltd., 
Toronto; vice-president, A. D. Huff, Jr., The Barrett Company, Ltd., 
Montreal; treasurer, H. W. Blahout, Dunlop Tire and Rubber Goods 
Company, Ltd., Toronto; auditors, J. Ritchie, Canadian Industries, 
Ltd., Toronto; F. H. Gore, Seiberling Rubber Company of Canada, 
Ltd., Toronto; members of the executive council, George Wilson, Do- 
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minion Rubber Company, Ltd., Montreal; E. D. Stuart, Ogilvie Flour 
Mills Company, Ltd., Montreal; A. D. Huff, Sr., Canadian International 
Paper Company, Montreal; J. S. Moffat, Sherwin-Williams Company 
of Canada, Ltd., Montreal; H. H. Weese, S. S. Kresge Company, Ltd., 
Toronto; F. T. Rosebrugh, Western Canada Flour Mills Company, Ltd., 
Toronto; H. E. Kettle, International Harvester Company of Canada, 
Ltd., Hamilton; M. S. O’Brien, Hinde and Dausch Paper Company, 
Ltd., Toronto. 


The president, vice-president and treasurer are also mem- 
bers of the executive council, as are also the following chair- 
men of standing committees: 


Air transportation, V. Smith, McColl Frontenac Oil Company, Ltd., 
Montreal; bill of lading, D. G. Sturrock, Lever Brothers, Ltd., To- 
ronto; car demurrage and storage, W. E. Kleinsteiber, Imperial Oil, 
Ltd., Toronto; container standards, W. C. Thompson, Goodyear Tire 
and Rubber Company of Canada, Ltd., New Toronto; cooperate with 
railroad traffic executives, F. W. Dean, The Steel Company of Canada, 
Ltd., Hamilton; customs, F. T. Parker, Canadian Industries, Ltd., 
Montreal; educational, C. R. Patterson, Nestle’s Milk Products (Can- 
ada), Ltd., Toronto; export and import, Charles LaFerle, The Robert 
Simpson Company, Ltd., Toronto; express, W. R. Waugh, Appleford 
Paper Products, Ltd., Hamilton; highway transportation, D. McLean, 
Hamilton Chamber of Commerce, Hamilton; inland waterways, S. C. 
Bradbeer, Dominion Foundries and Steel, Ltd., Hamilton; legisla- 
tion, S. B. Brown, Canadian Manufacturers’ Assn., Inc., Toronto; 
membership, J. Ritchie, Canadian Industries, Ltd., Toronto; pub- 
licity, J. Redmond, Frost Steel and Wire Co., Ltd., Hamilton; rates 
construction, tariffs and classification, R. J. Fitzgerald, F. W. Wool- 
worth Company, Ltd., Toronto; weighing, F. A. Waghorne, Scythes 
and Company, Ltd., Toronto; claims and claims prevention, F. H. 
Gore, Seiberling Rubber Company of Canada, Ltd., Toronto; Ontario 
division, chairman, C. A. Harper, Firstbrook Boxes, Ltd., Toronto; 
vice-chairman, S. C. Bradbeer, Dominion Foundries and Steel, Ltd., 
Hamilton; Quebec division, chairman, J. S. Robertson, Dominion Tex- 
tile Company, Ltd., Montreal; vice-chairman, W. Cunningham, Im- 
perial Tobacco Company of Canada, Ltd., Montreal. 


HALL ON GOVERNMENT OWNERSHIP 


Those who advocate government ownership as the solu- 
tion of the railroad problem in the United States maintain 
either one of two viewpoints—that federal ownership and 
operation are inevitable or that, in any event, they are de- 
sirable, said Fitzgerald Hall, president, Nashville, Chatta- 
nooga and St. Louis, Nashville, speaking on the subject of 
“The Spectre of Government Ownership” at the annual dinner 
of the Traffic Club of Chicago at the Palmer House January 
30. 


Considering the first of these viewpoints, he said there 
was no justification for the contention of those who held 
that the rail industry was asleep or decadent. To prove his 
point he detailed accomplishments by the railroads between 
1922 and 1934, two years when the total volume of freight 
handled was practically the same. He said advances in rail 
making in that period, together with improvements in main- 
tenance tools and practices, had reduced the maintenance 
bill of the railroads from $2,000,000 to $1,000,000 a day. Care- 
ful study of engine water requirements and scientific water 
treatment were saving the railroads about $50,000,000 a year, 
he said, and while these economies were developing the aver- 
age speed of all freight trains was increasing 41.5 per cent 
with the same volume handled in 25 per cent fewer trains 
and with the consumption of 34 per cent less coal. He also 
described increases in engine speeds and power and mentioned 
as an outstanding accomplishment the safety record of the 
railroads culminating in 1935 with not a single railroad pas- 
senger killed in a railroad accident. 

He next considered the allegation that the management 
of the railroads was responsible for their present situation. 
He said, on the contrary, the railroad situation was due to 
five well-defined causes: First, the depression; second, the 
fact that, “in spite of all our talk about national planning, 
under which the politicians will see to it that the plain citi- 
zens will not produce more than the public can reasonably 
consume, use, or sell abroad and thus avoid unnecessary sur- 
pluses, government—state and federal—has, out of public 
funds, largely borrowed, been constantly adding to the exist- 
ing facilities of transportation by air, water, and motor trans- 
port.” He said the result was a surplus of transportation 
facilities so great that, as an entire system, it could not 
operate without government subsidy. The railroads and the 
pipe lines, he added, were the only ones excepted from that 
subsidy. 

Third, he said, though the railroads did not fear compe- 
tition, they had grounds for complaint “thoroughly justified 
both in economics and ethics,” because the government dis- 
criminated against the railroads and in favor of other and 
competing transportation agencies both in the matter of 
regulation and taxation. 

Fourth, he said, Congress was “constantly burdening and 
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hamstringing” the railroads by acceding to the demands of 
organized labor. ‘Railroad employes,” he said, “are entitled 
to as full and fair compensation and as favorable working 
conditions as the nature of the business reasonably admits, 
but they are not entitled, as a class, to special and pre- 
ferred treatment at the expense of the equal rights of the 
owners and the rate-paying public.” Labor bills in Congress, 
which, if adopted, would “practically bankrupt every rail- 
road in America,” he said, were examples of the kind of 
thing he was talking about. 

Finally, while admitting the necessity of railroad regula- 
tion, he said the failure of it was largely because most of 
the men selected to enforce regulatory legislation were not 
trained or experienced in the highly technical work they 
were appointed to supervise. 

He then asked whether there was a remedy for the situa- 
tion other than government ownership and what that remedy 
might be. 

He said most of the trouble came from “shortsightedness, 
unfairness, and inefficiency in governmental treatment and 
regulation.” The cure here, he said, was the adoption of a 
fair governmental policy toward the railroads and the ap- 
pointment of men of character and experience to enforce 
regulatory laws. 

On the second of the viewpoints of the advocates of gov- 
ernment ownership—that government ownership was desir- 
able—he said there were three ways of proving that it was 
not. The first was the fact that government ownership and 
operation of railroads was contrary in principle to the system 
of American government, which is based on the theory that 
the people are competent to govern themselves, and that 
“their public servants must exercise only such limited and 
restricted powers as the people specifically vest in them.” He 
then analyzed the results of government ownership in foreign 
countries in each of which, he pointed out, railroads were 
operated at huge deficits payable out of general taxes. He 
saw no reason, he added, why the result would be any dif- 
ferent in the United States, where there had been and were 
today many examples of the inefficiency of governmental 
supervision and operation. 

He said agitation for government ownership of railroads 
was nothing new but that the current sentiment in its favor 
was a bit different because it was the logical outcome of some 
of the theories of government advanced by the present na- 
tional administration. He said the question of government 
ownership might serve as a signpost at the fork of the road 
that led, on the one hand, to a socialized state and, on the 
other, ‘‘to independence, self respect, honor, and liberty.” It 
was the “absolute duty of everyone in this country. . . to 
choose that route which, in his judgment, offers the most to 
the American people as a whole,” he said. 

There were 1,450 member and guests of the club at table, 
with an overflow in the foyer of the ball room. The number 
included 60 transportation and industrial executives at the head 
table, arranged in two rows. 

President T. J. Shea presided. The invocation was by the 
Rev. John J. O’Hearn, of St. Edward’s Church. There was 
musical entertainment by an orchestra and the Railway Express 
Glee Club. 


RAIL EMPLOYMENT STUDY 
The Traffic World Washington Bureau 


Coordinator Eastman January 29 made public the results 
of a study made by his section of labor relations on employ- 
ment attrition in the railroad industry. It showed that each 
year about five per cent of employes left service for causes 
such as death, retirement, or resignation, which the Coordina- 
tor said might be classified as ‘normal attrition.” 

“Normal attrition, plus an increase in employment since 
May, 1933, has reduced very materially the protection to rail- 
road employes afforded by section 7 (b) of the emergency 
railroad transportation act,” said Mr. Eastman. “It is esti- 
mated that there are more than two hundred thousand employes 
now on the payrolls of railroads who do not have the benefit of 
that protection.” 

The Coordinator said the question of protecting employes 
affected by coordination projects wa8 now the subject of con- 
ference between labor and railroad management and that the 
information in the report was being released in the hope it 
might prove helpful in that connection. 

The study was made under the supervision of O. S. Beyer, 
head of the Coordinator’s section of labor relations. 

Mr. Eastman said the study was prepared “because of its 
important bearing upon plans for protecting employes exposed 
to dismissal as a result of coordination projects.” 

Even if employes whose services were made unnecessary 
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by coordination projects should be retained, the economies 
would, because of the “normal attrition,” be realized gradually, 
and the full benefits would be obtained sooner than many had 
thought, said the Coordinator. 

“Representatives of the labor organizations and the man- 
agements are now, I understand,” said he, “in the midst of an 
attempt to solve this problem by agreement. I believe this to 
be a wise course.” 

“Accurate information concerning the rates at which rail- 
road employes tend to separate permanently from the service, 
for reasons other than a decrease in the number of jobs due 
to coordination, is of considerable importance in formulating 
and appraising methods for protecting railroad employes af- 
fected by coordination,” said Mr. Beyer. “Such information 
will reveal the extent to which such separations may be counted 
on progressively to reduce the number of employes who be- 
come surplus as a result of coordination. It will also show the 
rate at which the protection provided employes by such ‘labor 
freezing’ provisions as section 7 (b) of the emergency railroad 
transportation act, 1933, becomes ineffective with time. A 
knowledge of separation rates will thus permit an estimate as 
to how rapidly the full benefits of coordination can-be realized 
when these plans include measures designed to protect em- 
ployes against the immediate dismissals that would otherwise 
result.” 

In a memorandum to Mr. Eastman reviewing the study and 
what it revealed, Mr. Beyer said: 


In your several annual reports you have pointed out that protec- 
tion for railroad employes subject to dismissal as a result of plans 
for coordinating and unifying railroad facilities should be made an 
essential part of such plans. When the emergency railroad transpor- 
tation act was passed in 1933 in order to provide governmental stimu- 
lus to the elimination of wasteful railroad practices, a provision (sec- 
tion 7b) was inserted guaranteeing employes on the payroll in May, 
1933, against loss of their jobs or reduction in compensation as a re- 
sult of coordination. This section has been the subject of heated con- 
troversy. It has been alleged by the railroads that it completely de- 
feats any attempt to secure the advantages of unification. It has been 
vigorously supported by the railroad labor organizations, who at the 
same time apparently have felt uncertain of its effectiveness and have 
not diminished their opposition to coordination measures. 

The study of employment separation rates and normal attrition was 
undertaken in the light of this controversy in order to answer the dis- 
puted question as to the value of a labor freezing agreement such as 
section 7 (b) and to show the importance of normal attrition in plan- 
ning coordination projects. By normal attrition is meant the rate of 
separation of employes who separate permanently from railroad serv- 
ice for causes that are more or less independent of business changes. 
These separations are caused by death, disability and retirement, but 
they also include a fairly large number of separations due to fur- 
loughs that become permanent and to quits and discharges. 


Basis of Study 


This study was based upon the employment records of more than 
400,000 employes on 14 Class I railroads during the period 1925-1935. 
Data for the years 1925-1933 were obtained from personnel records used 
extensively in other studies of the section of labor relations. A special 
study was made of final separations from May, 1933, to May, 1935, of 
employes on the 14 railroads who received pay during May, 1933. These 
roads account for about one-fourth of the employment on all Class I 
railroads and their operations extend to every major region of the 
United States. 

Based on separation data from the above sources, it is estimated 
that about 5 per cent of all railroad employes, on the average, may be 
counted on to leave service each year for reasons that may be at-, 
tributed to normal attrition. While this rate of attrition is fairly regu- 
lar, it tends to be greater in good times than in bad, because in times 
of widespread unemployment workers are far less ready to relinquish 
their jobs. Irrespective of these variations, attrition exercises a con- 
stant influence toward reducing the number of’ employes in railroad 
service. It is thus responsible for a large number of new employes 
in industry, even when employment has ceased to expand or has begun 
to turn slightly downward. 

With an over-all attrition rate of 5 per cent, the average employe 
exposed to dismissal by coordination will need protection for a rela- 
tively few years only. This follows because one-twentieth of all the 
employes whose work may be merged as a result of unification (i. e., 
those who become surplus as well as those who do not) will separate 
permanently from the service on the average during each year. 

This rate, of course, varies by occupational groups. For train and 
engine service employes it amounts to between two and one-half to 
three and one-half per cent, for maintenance of way employes from 
6 to 11 per cent, for shop employes from four and one-half to 9 per 
cent, and for clerical employes from 5 to 10 per cent. On the whole, 
the attrition rate of skilled employes is lower than that of unskilled 
and the rate of groups of employes with relatively high seniority stand- 
ing in the industry is lower than among junior employes. 

The reduction of surplus employes through normal attrition will be 
considerably affected if a given coordination project is confined to cer- 
tain occupational classes. Thus, if shops or maintenance of way work 
is merged, the average attrition rate will be considerably greater than 
the average of 5 per cent for all employes. If a rapid increase in 
railroad operations occurs at the same time, a 10 or 15 per cent surplus 
of employes in these occupations might disappear in less than a sin- 
gle year. If, however, the institution of a coordination plan coincides 
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with a period of declining traffic, the effect of normal attrition will 
be diminished, particularly so because it will be difficult to distinguish 
between employes who are made redundant by consolidation and those 
whose services are no longer needed because of the change in business 
conditions. 

In this connection it should be emphasized that not all employes 
whose work may be affected by a coordination project become surplus 
as a result of such a project. The attrition rate, however, is based on 
the total number of employes involved. All of these facts taken to- 
gether are of great significance since they indicate that if the savings 
to be made are large enough unification plans would not be prevented 
in the long run even if the surplus employes were not removed im- 
mediately from the payroll. 

The normal attrition rate is also of importance in appraising the 
value of a labor freezing agreement, such as section 7(b) of the emer- 
gency railroad transportation act, 1933. Whenever employes are pro- 
tected in their jobs as of a given date normal attrition plus increases 
in employment can bring into the situation a large number of em- 
ployes who have no protection whatsoever. 

This study shows the effect of these forces on the attempt to guar- 
antee the employment of railroad workers who were on the payroll 
in May, 1933. Five months after May, 1933, attrition and employ- 
ment increases had placed upon railroad payrolls 130,000 employes 
not subject to section 7(b) protection because they had not received 
pay in May, 1933. One year later the number was 170,000, and two 
years later 190,000, or 17 per cent of the employes on all Class I rail- 
roads. The number of unprotected employes is even larger at the 
present time and any considerable increase in employment would 
rapidly add to it. 


Pensions and Dismissal Pay 


This brief summary of the information received as a result of 
this study gives additional emphasis to the proposals which you put 
forward in your annual report of last year as necessary steps in 
meeting this problem. The first of these, compulsory retirement of 
superannuated employes with pensions graded according to earnings 
and length of service, will aid greatly not only in increasing the 
efficiency of railroad operations but in reducing a surplus of em- 
ployes that may result from coordination. A retirement plan has 
again been enacted into law but, like the previous law, is being 
attacked on the ground of constitutionality. Nevertheless, an orderly 
system of retirement with pensions for railroad employes is funda- 
mentally sound. If the present law is not sustained, a way must be 
found to establish a uniform system of retirement with pensions for 
the railroad industry. 

The second proposal, dismissal compensation, is of even more 
direct and immediate value to employes who may be threatened 
with loss of jobs as a result of coordination. The plan will provide 
a substantial benefit to every employe whom a given plan displaces. 
This benefit, like retirement pensions, is graded by age, earnings 
and length of service. It may not eliminate hardships entirely, but 
it will greatly reduce them. And its cost represents an expense that 
may fairly be charged to technological change. 





CARMALT APPOINTMENT CONFIRMED 


The Senate has confirmed the nomination of James W. 
Carmalt for reappointment as a member of the national media- 
tion Board. 





REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that the 
Brotherhood of Railroad Trainmen has been designated to 
represent the yard conductors (foremen) and yard brakemen 
ghelpers) of the Belt Railway Company of Chicago. The 
contest for representation was between the trainmen and the 
Switchmen’s Union of North America. Neither contesting 
organization, said the board, received a majority of the legal 
votes cast by yardmasters and no certification as to that class 
of employes was made. 


ROLLING STOCK ADDITIONS 


Class I railroads of the United States installed 8,903 new 
freight cars in 1935, according to reports received by the Asso- 
ciation of American Railroads. New freight cars installed in 
1934 totaled 24,103. In 1933 there were 1,879 placed in service. 

Forty new steam locomotives and 102 new electric locomo- 
tives were installed in 1935 compared with 59 new steam loco- 
motives and 31 new electric locomotives in 1934. Only one 
steam locomotive was placed in service in 1933. No reports 
are available as to the number of electric locomotives installed 
in that year. 

New freight cars on order on January 1, 1936 totaled 12,805 
compared with 628 on the same day in 1935 and 224 on the same 
day in 1934. 

The railroads on January 1, 1936, had on order five new 
steam locomotives and three new electric locomotives. New 
steam locomotives on order on January 1, 1935, totaled seven 
and on the same date in 1934, there was one. New electric 
locomotives on order on January 1, 1935, totaled 31, but no 
reports are available as to the number on January 1, 1934. 


Freight cars and locomotives leased or otherwise acquired 


are not included in the above figures. 
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Routing Freight Shipments 


(Sixteenth of a Series of Thirty-Six Articles on Industrial Traffic 
Management by G. Lloyd Wilson, Professor of Transportation and 
Public Utilities, University of Pennsylvania, and Chairman, Committee 
on Education and Research, Associated Traffic Clubs of America.) 


N selecting the routes over which freight shipments are to 
move, industrial traffic managers are, in effect, purchasing 
given quanties and qualities of transportation service at 

given prices—the tariff rates of the carriers. 

There are three separable phases of the selection of routes: 
first, the selection of the type of service; second, the selection 
of the actual carrier or combination of carriers to perform the 
service; third, the checking of the performance of the carriers 
in rendering the service. Each of these steps is important to 
insure good transportation service at favorable rates. 


Selection of the Type of Service 


The selection of the type of service is sometimes limited 
by the location of the point of origin or destination where only 
a single type or a few types of transportation service are avail- 
able, or by the kind of freight that can be transported only by 
certain types of carriers, but, usually, there are a number of 
types of transportation agencies from which shippers can select 
the kind they wish. In some cases of joint through routes, 
rates and billing arrangements are maintained by combinations 
of several types of carriers while, in other cases, the local rates 
of the various types of transportation agencies must be com- 
bined in order to construct combination rates, and the goods are 
transported on the local billing of each carrier, exchange bills 
of lading being issued by the respective carriers comprising 
the combination service. 


The shippers can select among the following types of trans- 
portation services, subject to the limitations mentioned above: 


1. Rail service, including: 
a. Standard all-rail. 
b. Differential all-rail. 
2. Water service, including: 
a. Inland waterway lake service. 
b. Standard lake, coastwise, or intercoastal water service. 
c. Differential lake, coastwise or intercoastal water line service. 
d. Contract carrier or tramp water service—inland waterway, 
Great Lakes, coastwise, or intercoastal service. 

3. Rail-and-water service, including: 

Standard rail-and-lake service. 

Differential rail-and-lake service. 

Standard rail-and-coastwise water service. 

Differential rail-and-coastwise water service. 

Rail-and-inland waterway service. 

Rail-and-standard line intercoastal water service. 

. Rail-and-differential line intercoastal water service. 

4. Motor transportation service, including: 

a. Common carrier service. 
b. Contract carrier service. 
c. Private trucking service. 
5. Rail-and-motor service, including: 
a. Combination rail and motor line-haul service. 
b. Rail service with terminal motor cartage service. 
6. Water-and-motor service, including: 
a. Combination water and motor line-haul service. 
b. Water service with terminal motor cartage service. 

7. Rail-water-and-motor service, including: 

a. Combination rail, water and motor line-haul service. 
b. Rail and water line-haul service with terminal motor cartage 
service. 

8. Railway express service. 

9. Freight forwarder service, over all-rail, all-water, rail-and- 
water, all-highway, combination rail-water-and-highway serv- 
ice, or with terminal motor cartage service. 

10. Parcel post service. 

11. Air transport service, including: 

a. Combination rail-and-air service. 
b. Air-and-motor service. 
ce. Air and railway express service. 

12. Pipe line service. 

13. Pipe line and water service. 

14. Pipe line and railroad service. 

15. Combination pipe line, railroad, water, and motor service. 


RNreaooep 


This list does not pretend to be a complete classification of 
all possible types of freight transportation services or all pos- 
sible combinations of types of service; its purpose is to indicate 
the wide variety of types of freight services and combinations 
that must be carefully studied by industrial traffic department 
employes in order to find the kind best adapted as to type and 
rate for the movement of different kinds of traffic. 

__ Neither the quality of the service nor the rates of these 
different types and combinations of carriers are static; they 
change from time to time so that changes must be made in 


the routing policy of industrial traffic departments in order to be 
sure of getting the best services and best rates available. 


Selection of Carriers 


After the type of service desired in connection with the 
movement of traffic has been made, the next step is to select 
the specific carriers to be used in making up through rates, 
including the initial, intermediate, and delivery carriers. 

Various considerations influence the selection of the car- 
riers to be used in the routes. Among the important considera- 
tions are: 


1. The transportation of the goods at the lowest total charges, in- 
cluding line-haul and terminal charges. 

2. The transportation of the goods with the greatest possible des- 
patch, including line-haul and terminal services. 

3. Transportation of the freight so as to protect perishable goods 
from spoilage or deterioration via routes where the maximum protec- 
tion is available. 

4. Transportation of goods over the lines of carriers offering transit 
and other special services required in order further to process the 
goods, to test markets, or to store them temporarily. 

5. Selection of routes so as to avoid embargo lines or points or 
to avoid areas or lines where freight congestion is present. 

6. Selection of routes over which expedited freight services or 
scheduled merchandise car services are available. 

7. Selection of routes to avoid excessive transfer points or inter- 
changes. 

8. Selection of routes that will give the exact delivery required by 
consignees on their private sidings or at the nearest public team tracks, 
the most convenient freight station, or the pier or ship-side delivery 
required for freight to move by water carriers. 

9. Record of past performance of the carriers in transporting goods 
of similar kinds with loss, damage, or delay. 

10. Promptness and fairness of the carriers in paying claims for 
loss, damage, and delay. 

11. Business connections between shippers and carriers. 

12. Personal relationships between industrial traffic managers and 
officers of the carriers and their solicitation personnel, 


Shipper’s Right to Route Freight 


Shippers have always had the right to select the type of 
service and the initial carrier, subject, of course, to agreements 
between the shippers and consignees as to their respective 
rights in routing as determined by the terms of the agreements 
of sale. 


Since the enactment of the Mann-Elkins act, of 1910, 
broader powers of routing have been granted shippers in inter- 
state commerce over lines subject to the interstate commerce 
act. These powers have been still further extended by the trans- 
portation act, 1920. Section 15, paragraph (8), of the interstate 
commerce act, as now amended, provides that shippers shall 
have the right to designate in writing by which of the available 
through routes the freight is to be transported to destination. 
It is made the duty of the initial carrier to route the freight 
and issue a through bill of lading via the route directed by the 
shipper. The initial carrier, each designated intermediate 
carrier, and the delivering carrier are obligated to accept the 
shipment, transport it, and deliver it to the next connecting 
carrier or to the consignee according to the routing instructions 
in the bill of lading. The act specifically gives shippers the 
right to designate over which of competing lines constituting 
portions of through lines or routes the freight shall be trans- 
ported, where competing railroads constitute portions of through 
routes. 


In cases where carriers divert shipments contrary to rout- 
ing instructions in the bills of lading, the carriers so deliver- 
ing the shipments are liable to the carriers deprived of the 
right to participate in the haul of the freight to the extent of 
the full amount of the charges they would have received had 
they participated in the haul, with reasonable attorney’s fees. 
The carriers to which the freight is improperly delivered are 
not liable in such suits if they can show that, before carrying 
the freight, they had no notice by bill of lading, way-bill, or 
otherwise that the freight was routed otherwise than over their 
lines. The burden of proof to show this rests on the carriers 
accepting such shipments.’ : 


The rights of shippers in connection with routing discussed 
above are subject to “reasonable exceptions and regulations” 
prescribed from time to time by the Interstate Commerce Com- 
mission,’ while the obligation of the carriers to transport freight 
exactly as directed in the bills of lading is subject to exception 


1Interstate commerce act, section 15, paragraph (9); and section 
20, paragraph (11). See also 174 I. C. C. 35, 
Interstate commerce act, section 15, paragraph (8). 
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when the “diversion or delivery is in compliance with a lawful 
order, rule, or regulation of the Commission.’” 

The Commission is further authorized by the interstate 
commerce act to direct the routing of unrouted traffic after it 
reaches the termini of the originating carriers or junction 
points between carriers for delivery to connecting lines, when- 
ever required in the public interest or fair distribution of un- 
routed traffic among connecting lines.* 

The act also gives to the Commission authority to establish 
joint through routes comprising carriers subject to the act, 
with joint classification rates, charges, and divisions applicable 
over such routes, whenever it deems it necessary and desirable 
in the public interest, after full hearing either on complaint or 
on its own initiative without complaint. In ordering the estab- 
lishment of through routes and joint rates and charges when 
one of the carriers is a water line, the Commission may pre- 
scribe only the maximum rates or charges applicable thereto. 
It may prescribe the divisions of rates and the terms and con- 
ditions under which through routes are operated when one of 
the carriers in the through routes is a water line, subject to 
the limitation with respect to the maximum rates or charges 
of water carriers. 

The Commission is inhibited, by specific provision of the 
act, from establishing joint through routes, rates, or charges 
in connection with street electric passenger railways not en- 
gaged in the general business of transporting freight, and when 
the transportation service is wholly by water carriers.’ 

The power of the Commission, in ordering the establish- 
ment of through routes by railroads, is limited by the provision 
that no rail carrier can be required, without its consent, to 
embrace in any route substantially less than the entire length of 
its railroad and of any intermediate railroad operated in con- 
nection with and under common management or control with it 
that lies between the termini of the proposed through route, 
unless the inclusion of these lines would make the through 
routes unreasonably long as compared with other practicable 
through routes that otherwise could be established. 


In times of emergency due to shortage of equipment, traffic 
congestion, or other cause declared by the Commission to be an 
emergency, it may establish temporarily emergency routes in 
its opinion necessary or desirable in the public interest. Such 
emergency routes may be established by the Commission either 
on complaint or on its own motion. If the Commission so 
orders, emergency routes may be established forthwith without 
affording opportunity for answer or other formal pleadings by 
the interested carriers, and either with or without notice, hear- 
ing, or report, as the Commission may determine, in the exer- 
cise of its discretion.® 

This paragraph of section 15 places a limitation on the 
power to order the establishment of through routes and assures 
initial carriers that they will receive their “long hauls” and 
the compensation for such hauls.’ In the Waverly Oil Works 
case, the Commission interpreted the purpose of Congress in 
enacting the paragraph to be to allow a railroad initiating and 
having traffic in its possession to transport it via its own line as 
far as it could unless the public interest would suffer thereby.* 
In two cases, however, the Commission held that it was without 
authority to require the establishment of a through route that 
would short haul a delivering carrier.’ 

As interpreted by the U. S. Supreme Court in the “Subiaco 
rule” in the case of the United States versus Missouri Pacific, 
the provision of the paragraph, section 15, of the interstate 
commerce act which forbids the Commission in prescribing a 
through route to embrace in that through route substantially 
less than the entire length of a carrier’s railroad that lies 
between the termini of such route, cannot be construed as gov- 
erning only such routes as will deprive the carrier of its long 
haul after it has obtained possession of the traffic.” 


Duty of Carriers to Establish Through Routes 


The interstate commerce act imposes on carriers subject to 
it the duty of establishing through routes and just and reason- 
able rates and charges over them, and of making reasonable 
rules and regulations governing the operation of through routes. 
Reasonable compensation is required to be paid to those entitled 





*Interstate commerce act, section 15, paragraph (9), added by 
transportation act, 1920. 

‘Interstate commerce act, section 15, paragraph (10), also added by 
transportation act, 1920. 

‘Interstate commerce act, section 15, paragraph (3); see 37 I. C. C. 
244, and 37 I. C. C. 719; upheld by United States Supreme Court in 
245 U. S., 136. 

*Interstate commerce act, section 15, paragraph (4). 

*See 168 I. C. C. 563; 182 I. C. C. 445; 160 I. C. C. 4. 

*28 1. C. C. 621; 30 1. C. C. 343; 66 I. C. C. 107, and other cases con- 
firming this rule. 

°3 I. C. C., 94, and 113 I. C. C., 617. 

1° 278 U. S. 269; see decision of the I. C. C. in the Subiaco case, 
107 I. C. C., 523, and also 153 I. C. C., 759, and 172 I. C. C., 554. 
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to compensation and equitable divisions of the compensation 
must be established that will not unduly prefer or prejudice 
any of the participating carriers.” 

It has been held by the Commission that the duty placed 
on the carriers to establish through routes and maintain “just 
and reasonable rates applicable thereto” does not require that 
the carriers maintain a parity of rates over such routes and 
other routes by combination over which no through joint rates 
apply. They may maintain joint through rates somewhat less 
than the combination of local rates applicable over combina- 
tion routes, provided neither the through rate nor the combina- 
tion of the local rates is more than just and reasonable for 
the service performed.” 

Interstate carriers by railroad, pipe line, or water, subject 
to the interstate commerce act, are required by it to publish, 
file with the Commission, and keep open to public inspection 
their schedules of tariff rates and charges between points on 
their own routes and between points on their own routes and 
points on the lines of other carriers, where through routes and 
joint rates have been established. If no through joint rates 
have been established over the through routes, the several car- 
riers in the routes are required to print, file, and keep open to 
public inspection the separately established local or proportional 
rates applied to transportation over these through routes.” 
Thus, it is possible for there to be joint routes over which joint 
through rates apply, the rates being divided among the carriers 
according to agreed divisions or divisions prescribed by the 
Commission, and through routes over which combinaton of the 
rates of each carrier forming the route apply, without any 
joint through rates. 

The establishment of joint rates presupposes through 
routes; before the Commission can prescribe joint rates it must 
determine whether it could have required the carriers to estab- 
lish them originally, or if it is desirable in the public interest. 
Section 15, paragraph (1), of the act, authorizes prescription 
of just and reasonable through rates; paragraph 3 authorizes 
the establishment of through routes and joint rates when desir- 
able in the public interest, and paragraph 4 provides for re- 
striction as to short hauling. This paragraph makes it the duty 
of common carriers to establish through routes and joint rates 
and provide reasonable facilities for operating through routes. 
Section 6, paragraph 1, distinguishes through routes and joint 
rates from through routes where no joint rate has been estab- 
lished. There is no conflict between these sections and sec- 
tion 15." 

Right to Route Shipments 


The right to prescribe the route over which shipments are 
to be moved is the privilege of the owner of the goods. This 
may be the shipper, the consignee, or sometimes a person who 
does not appear in the transportation billing. If goods are sold 
F. O. B. cars or other location at the point of origin, title to the 
good passes to the consignee after the goods have been loaded 
and billed. The consignee pays the freight and owns the goods 
and has, therefore, the right to route them. If goods are sold 
F. O. B., delivered, or at some point at destination, the right 
to route is retained by the shipper. In any event, sellers of 
goods usually are eager to observe the wishes of their patrons 
with respect to routing, unless, of course, the routes selected 

y the buyer are routes over which higher rates apply than 
over the routes selected by the seller in making his terms of 
sale. In such cases, shippers often allow the amount of the 
freight rate over the cheapest route of the type suitable to 
perform the service and permit the buyer to dictate the actual 
route over which the freight is to be moved, the buyer paying 
the difference if the rate over the route selected by the buyer 
is higher than the amount of the allowance. Often, the selec- 
tion of routes is a matter in which the shippers and consignees 
cooperate in sharing their information and experience in select- 
ing the best routes and the most advantageous rates available to 
the particular traffic involved in the transaction. 


1 Interstate commerce act, section 15, paragraph (4). 

122161 I. C. C. 574; 181 I. C. C. 342; and 183 I. C. C., 631. 

13 Interstate commerce act, section 6, paragraph (1). 

144 Interstate commerce act, annotated, Vol. 6, pages 4582-4583, note 
61, and decisions of I. C. C. in 191 I. C. C., 127, and 191 I. C. C., 489. 


CHAMBER OF COMMERCE MEETING 


The twenty-fourth annual meeting of the Chamber of Com- 
merce of the United States will be held in Washington, D. C., 
April 27 to 30. 


A. T. A. POLICY MEETING 


The policy committee of the American Trucking Associa- 
tions, Inc., headed by Ted V. Rodgers, president of the organi- 
zation, will meet February 7 in Washington, D. C., at the Ham- 
ilton Hotel to consider the situation confronting the truckers 
as ~ result of establishment of door-to-door service by rail- 
roads. 
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N. R. D. G. A. Traffic Group 


Retail Traffic Men in Annual Session Consider Truck 
Transportation Problems—Recommend Special 
Basis of Rates for Incomplete Service 


A large part of the sessions of the traffic group of the 
National Retail Dry Goods Association, held in connection with 
the convention of the association in New York, January 22 and 
23, was devoted to discussions and consideration of motor truck 
transportation. 

John V. Lawrence, general manager, American Trucking 
Associations, Inc., Washington, D. C., speaking on “Truck Rates 
and Classification,” said the success of motor vehicle transpor- 
tation was due to the fact that, from the beginning, it “fash- 
ioned itself to the needs of the shippers.” He said that, having 
become a general means of transportation, some governmental 
regulation of it was necessary, but he insisted that “neither 
tax nor regulation should be applied to it for the benefit of any 
other agency of transportation.” 

He discussed the probable effect of the enforcement of the 
motor carrier act on truck rates and quoted Coordinator East- 
man to the effect that such enforcement might reveal some 
existing rates to be below the “economic level.” However, he 
added, “by and large, we do not expect and the carriers them- 
selves do not look for any general increase in the rates. True, 
they are confronted with added costs as a result of their com- 
pliance with the federal law. In the long run, many of these 
added costs will be more than overcome by increased business.” 

He spoke about what he called “juggling” of rates, both 
rail and highway, and said most of the truck competitive rates 
filed by the railroads were under the cost of performing the 
service and, in many cases, much below existing truck rates. 
He said part of the blame for this condition should be laid on 
the shippers because “they have taken advantage of conditions 
in the transportation field and have played railroads against 
trucks, and trucks against railroads.” 

“I believe the responsible shippers want to see a stabilized 
transportation system as much as do the transportation agencies 
themselves,” he concluded. “They realize that adequate serv- 
ice cannot be rendered for any length of time at charges below 
cost. They are anxious to see also each agency in its proper 
place in the system so that there will be a minimum of en- 
croachment on the territories of the various carriers.” 


Arthur C. Butler 


Arthur C. Butler, secretary, motor truck committee, Auto- 
mobile Manufacturers’ Association, said many of the improve- 
ments in all types of transportation had been the result of com- 
petition among the various types and cited as an example the 
spread of pick-up and delivery among the railroads. He said 
that, for that reason, he did not believe proposals for setting 
arbitrary distance limits on truck transportation hauls were 
wise. 

“We hear the statement,” he said, “that we should ‘give 
the trucks the short hauls and the railroads the long hauls.’ To 
set an arbitrary limit would be failure to recognize what may 
come in improvements of both these facilities of transportation. 
At this time, there are commodities that trucks can carry in 
comparatively long hauls and still beat the railroad service in 
one or all of these three factors—economy, time, flexibility. It 
may be that any one of the factors, with disregard of the other 
two, would influence shipper selection of a transportation 
agency. It would be a hindrance to progress if we tried to nail 
trucks down to an arbitrary mileage limit or attempted to use 
them in only elongated horse and wagon service in conjunc- 
tion with rail operations.” 

He spoke about the differences in services and costs of 
common carrier and privately owned trucks and said that 
“the strongest safeguard against frozen rates or other offsprings 
of monopoly among common carriers is the trucks owned and 
operated by shippers as tools of their business, as plant facili- 
ties. So long as these private vehicles are allowed to operate, 
there will be no opportunity for transportation agencies to 
obtain a corner or monopoly and expose shippers to the unde- 
sirable practices which prevailed before the arrival of highway 
transportation.” 

But he said he was not without apprehension on that score. 
He quoted Coordinator Eastman as saying that the “private 
carrier can operate in such way as to be a detriment, unfairly 
or improperly, to the interests of the common carrier,” and 
that, in such a case, the government would be justified in inter- 
fering to protect the common carrier. “If this principle is 
applied,” asked the speaker, “might it not follow that the 
government by amendment will extend its control over ship- 
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pers’ trucks to a point where they are subject to the same 
regulations as the for-hire carriers and the railroads?” 


Report of Transportation Committee 


The traffic group adopted a report of its transportation 
committee containing recommendations with reference to truck 
transportation, which were ordered reproduced and sent to 
the A. T. A., the members of the National Conference of Motor 
Freight Rate and Tariff Bureaus, and to large truck operators. 
The recommendations are as follows: 


1. That any truck classification adopted by common carriers by 
motor truck should be based upon the needs of motor transportation 
and should be as simple as possible. 

2. That truck rates and ratings should be determined on the basis 
of truck operating costs plus a reasonable profit. 

3. That motor truck carriers in publishing their tariffs keep them 
as simple as possible, recognizing the fact that the Commission has 
— this possible through the breadth of its tariff circular M. F. 

o. 1. 

4. That there should be two sets of truck rates: (1) Rate for 
complete service. (2) Rate for incomplete service. 

Explanation of rate for incomplete service: Tariffs should provide 
an allowance to accrue to whoever pays the freight where shipper 
makes delivery to truck terminal or where consignee picks up ship- 
ment at terminal, this allowance to be deducted from the door-to-door 
rate. Such an allowance would result in increased use of highway 
motor transportation by retailers because of our practice of purchas- 
ing 98 per cent of our merchandise on an f. o. b. city of shipment 
basis, which terms result in a free delivery by manufacturers to 
common carrier terminals. This local delivery cost is included in 
manufacturers’ overhead, therefore if allowances are not set up or 
if such allowances accrue to the shipper, the retailer will be placed 
in the position of paying for this delivery cost in the price of the 
merchandise, and also paying for it in the rate. As retailers pay 
the transportation charges on 98 per cent of the shipments they 
receive, they control the routing, therefore, you can make your 
service more desirable to us by providing for an allowance to accrue 
to whoever pays the freight. 

5. That you adopt the following consolidating rule: ‘‘All ship- 
ments under 100 pounds received in one day, originating in one city, 
for one consignee, located at one destination, shall be assessed at 
actual weight and applicable rate, provided however, that the mini- 
mum charge on the total shipments shall be no less than 100 pounds 
at the highest applicable rate, and provided further, that the mini- 
mum charge on the total shipments shall in no event be less than 
50 cents.’’ 

6. That you establish proportional rates based on a fixed percent- 
age of the point-to-point rate for use on shipments that are to be trans- 
ferred to another motor carrier or another transportation agency where 
no through rates are in effect. 


Address by Gormley 


M. J. Gormley, executive assistant, Association of Ameri- 
can Railroads, Washington, D. C., spoke on “Railroad Trans- 
portation and Efficiency.” He summarized the accomplish- 
ments of the railroads in recent years in reducing unit operat- 
ing costs in the face of falling unit revenues, spoke of im- 
provements in car service, and urged the participation of his 
listeners in the newly broadened activities of the regional 
advisory boards. 

K. N. Merritt, assistant general manager, department of 
public relations, Railway Express Agency, speaking on “Ex- 
press and Retailers,” spoke of the increasing importance of 
express service in the retail dry goods industry where, in re- 
cent years, the practice of the buyer going to the market 
had been changed to the buyer expecting the market to come 
to him. He said the new universal express-air arrangement 
ought to prove a boon to retailers and said that, even under 
the old arrangement, shipments of garments by air had in- 
creased 400 per cent in a single year. in 

There were a number of addresses on retail receiving 
room and price marking practices and a symposium by four 
members of the group on methods of increasing production 
and reducing expense in retail dry goods traffic departments. 

L. E. Muntwyler, general traffic manager, Montgomery 
Ward and Company, Chicago, chairman of the group, presided. 


DEFINITION OF “PRIVATE CARRIERS” 


The National Industrial Traffic League, because of numer- 
ous inquiries from members as to the definitions of private and 
contract carriers under the motor carrier act, has submitted 
the question to its counsel for an opinion. The opinion, written 
by Nuel D. Belnap, divides the types of motor carriage about 
which doubt seems to exist into two classes: 


(1) The case where a seller performs the act of delivering goods 
in his own trucks in interstate commerce to the purchaser, and the 
price at which such goods are sold reflects the cost of such delivery 
service either (a) by naming a higher price delivered at destination 
than f. o. b. seller’s price of business, or, (b) by adding to the f. o. b. 
origin price a specific amount which is separately shown on the in- 
voice as covering the cartage, and (2) the case where a purchaser 
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sends his own truck to the seller to pick up goods purchased and, 
in such cases, we have instances where (a) the price is lower than 
when the goods are delivered by or at the expense of the seller, 
and (b) where a specific allowance to cover cartage is made on the 
invoice and shown as a deduction from a delivered price. 


The opinion quotes paragraphs 14 to 17 of section 203 of 
the act and says that, in view of those paragraphs, “obviously 
in no one of the situations instanced is the shipper-owner a 
common carrier, since the transportation is not for the general 
public,” but points out that, under the statute, there still re- 
mains the question as to whether they are instances of con- 
tract or private carriage. The definition of contract carriers 
under the law, the opinion says, is broad, and adds that there 
are authorities who hold that the service described is, in fact, 
that of a contract carrier. Several cases in state courts are 
cited to that effect. However, the opinion points out, “the 
authorities have by no means come to a common conclusion,” 
and goes on to cite other cases where the findings were dia- 
metrically opposite. 

Based on a comparison of these varying opinions and on 
the fact that “the interstate statute has a greater refinement 
of definition,” the opinion concludes “that it was the intent of 
Congress to include shipper-owners within the private carrier 
class, as defined in paragraph 17 of section 203 regardless of 
the manner in which they seek to reimburse themselves for the 
cost of delivering to purchasers.” 


MOTOR CARRIER REGISTRATION 


Announcing the promulgation of an alternate form to be 
used by motor carriers in filing applications for certificates or 
permits under the grandfather clause of the motor carrier act 
and telling why it has done so (see Traffic World, Jan. 25), 
the Commission, by Secretary McGinty, has issued the follow- 
ing notice to all motor carriers engaged in transportation for 
hire in interstate or foreign commerce: 


It appears that gg 4 motor carriers have not filed eaters for 
certificates or permits because of uncertainty as to whether or not 
they are subject to the motor carrier act, and that in other instances 
motor carriers have not filed applications because all of the informa- 
tion called for in application forms B. M. C. 1 and B. M. C. 2 is not 
readily available. o assist such operators in protecting their rights 
under the so-called ‘‘grandfather’’ clause of the motor carrier act if 
it is later determined that they are subject to the act, and so that all 
operators may have sufficient time to gather necessary detailed infor- 
mation without losing such rights, the Commission has approved an 
“‘alternate’’ form of application. 

Every motor carrier is urged to give this matter immediate con- 
sideration. If any motor carrier is uncertain as to whether it is sub- 
ject to the motor carrier act or if for any reason application forms B. 
M. C. 1 or B. M. C. 2 can not be filled out and filed before February 
12, the Commission urges that this alternate form of ng ee be 
promptly filled out and sent to the Interstate Commerce Commission, 
Washington, D. C. It appears that many motor carriers engaged in 
local operations, but handling shipments which have moved or will 
move in interstate commerce, have not filed applications because they 
are not certain whether they are subject to the motor carrier act. 
The same is true of many motor carriers operating wholly within one 
state. If there is any question whatever as to these or other motor car- 
riers being subject to the act, it is urged that they file this alternate 
form of application. By so doing, their rights under the act will be 
protected, they will avoid being subject to fines for unlawful operations, 
and they will waive no rights by filing. It is imperative that all motor 
carriers give this matter immediate attention because all such appli- 
cations for certificates and permits must be filed with the Commission 


at Washington on or before February 12, 1936. 


At the same time the Commission reissued its “warning” 
of December 30 (see Traffic World, Jan. 4, p. 23) urging opera- 
tors to file their applications. 


KEESHIN CLASSIFICATION 


The Keeshin motor truck companies expect to have ready 
for filing on March 2 or before their own motor freight classi- 
fication. Announcement of the intention to prepare such a 
classification was made by J. L. Keeshin, president of the 
Keeshin Motor Express Company and the Keeshin Transconti- 
nental Freight Lines this week. He said he disapproved of 
the classification developed by the national rates and tariffs 
committee of the American Trucking Associations, Inc., be- 
cause it and, consequently, the tariffs filed under it, are based 
too definitely on rail classifications and rates. It was, he said, 
wholly impracticable for application to truck transportation 
and added that the classification to be issued by his com- 
panies would be based on a cost formula developed in the 
operation of those businesses. 

The Keeshin classification will divide all truck freight 
into six classes. Those in charge of its compilation said they 
were not yet ready to make public the percentage rate pro- 
gression of those six classes. The classification will be ap- 
plicable in all territories so far as the Keeshin lines and such 
other lines as care to concur are concerned. 

A. E. Sicilia, head of the Keeshin tariff department, will 
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act as filing agent for the classification. It is anticipated 
that, if and when other truck operators desire to concur, 
some kind of tariff bureau will be set up to accept such 
concurrences and powers of attorney as may be required to 
make the classification operative jointly. 


TRUCK BUREAU MEMBERSHIP 


The National Conference of Motor Freight Rate and Tariff 
Bureaus held a number of sessions at the Stevens Hotel, Chi- 
cago, this week While the primary purpose of the meetings 
was to discuss and adjust individual classification exceptions, 
there was some discussion as to the qualifications considered 
necessary on the part of motor rate bureaus for membership 
in the conference These discussions were brought together 
in a resolution stating the qualifications as follows: 

Bureaus shall be controlled entirely by truck operators at their 
expense and shall function through officers, directors or committees 
elected or appointed by the operators. 

Any bureau qualifying for membership in the national conference 
shall be a non-profit organization. 

Any application for membership in the national conference shall be 
referred to a committee consisting of three members of the conference 
and other members to be appointed by the American Trucking Asso- 
ciations, Inc., and their recommendations shall be submitted to this 
conference for action. 


Every bureau shall supply to this conference and to the A. T. A. 
its articles of incorporation, articles of organization, by-laws and con- 
stitution, basis for dues, assessments and membership contracts; also, 
If under contract with any official or employe, a copy of contract with 
salary or compensation omitted. 

Any member of this conference shall be required to furnish copies 
of all tariffs published to the A. T. A. without cost. 

All bureaus shall share in the cost of printing agency tariffs in 
proportion to number of operators participating and points said oper- 
ators serve. 

The committee of three to pass on membership applications 
and recommend action to the conference, as provided for in 
the resolution, was appinted as follows: Chairman, Edgar Wat- 
kins, Jr., Atlanta; Harry M. Slater, Chicago, and W. L. Meyers, 
Indianapolis. There will be a meeting of the conference at 
Washington January 31 to consider membership problems. 

The next general meeting of the conference will be held 
in St. Louis on a date to be later determined. 


RAIL-MOTOR COORDINATION 


With a view to bringing about coordination of all-rail and 
rail-motor vehicle service as quickly as possible, the Atchison, 
Topeka & Santa Fe, including the Panhandle & Santa Fe and 
the Gulf, Colorado & Santa Fe have asked the Commission to 
modify its order of Jan. 2 so as to permit them to make effec- 
tive tariffs earlier than April 1, the day on which the Comniis- 
—_ order requires the filing of tariffs for carriage by motor 
vehicle. 

Their desire is to coordinate the all-rail service and that 
by motor vehicle, as set forth in a petition filed by their at- 
torneys, R. S. Outlaw, E. A. Boyd, Thomas F. King and Harry 
C. Barron. They do not want to put off coordinated service 
until April. They desire to file schedules to provide “optional 
routes” via their all-rail routes and certain routes via com- 
ynon carriers by motor vehicle. The optional routes would be 
in connection with the Cardinal Stage Lines, Santa Fe Trail 
Stages, Inc., and the Southern Kansas Stage Lines Co. The 
motor lines named, say the petitioners, now operate in the 
territory served by their rail lines. 

The petitioners say that for many months since the enact- 
ment of the motor carrier act they have been negotiating with 
commn carriers by motor vehicle to institute optional routes 
whereby passengers could use part rail and part motor vehicle 
routes between specified points now served by the all-rail 
routes. The negotiations have been completed, says the peti- 
tion, and the parties desire to make the arrangements effective 
without delay. 


HIGHWAY TRAFFIC SURVEYS 


Reports on traffic surveys made in Connecticut and Rhode 
Island are reviewed in the January issue of “Public Roads,” the 
publication of the Bureau of Public Roads of the U. S. Depart- 
ment of Agriculture. The Connecticut survey was made under 
a cooperative agreement between the bureau and the highway 
department of the stake. It shows classification of traffic by 
type of vehicle and place of registration, average daily traffic 
on selected highways, sample of truck and bus traffic and 
contacts with railroad service, truck traffic by class of opera- 
tion, and other results of the survey. The Rhode Island survey 
had to do with distribution and classification of highway traf- 
fic and the habits of drivers with regard to speed and obedience 
to traffic regulations. 
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February 1, 1936 


MOTOR RELEASED RATES 


The Commission, division 5, in Released Rates Order 
MC No. 2 (not a report and order) has authorized all carriers 
of. property by motor vehicle subject to the provisions of 
sections 217 and 218 of the motor carrier act to establish re- 
leased rates for the transportation of household goods, namely, 
property usual to use in a household when a part of such 
household equipment or supply; furniture, fixtures, equipment 
and the property usual in a store, office, museum, institution, 
hospital or other establishment when a part of the stock, 
equipment or supply of such store, office, museum, institution, 
hospital or other establishment; works of art, furniture, mus- 
ical instruments, displays, exhibits and articles requiring spe- 
cialized handling and equipment usually employed in moving 
household goods. The order provides released valuation and 
rate bases as follows: 


Applicable to entire shipment: Released to value not exceeding $2 
a cubic foot an article, or released to value not exceeding 30 cents a 
pound an article, on the base rate. 

Released to value exceeding $2 a cubic foot by the article but not 
exceeding $5 a cubic foot by the article, or released to value exceed- 
ing 30 cents a pound by the article but not exceeding 75 cents a pound 


by the article, the rate basis to be not exceeding 110 per cent of the 
base rate. 


Released to a value exceeding $5 a cubic foot by the article but 
not exceeding $10 a cubic foot by the article, or released to value ex- 
ceeding 75 cents a pound by the article but not exceeding $1.50 a 


pound by the article, the basis to be not exceeding 120 per cent of the 
base rate. 


Applicable to specific articles in the shipment: If the value by the 
cubic foot or by the pound declared on any specific article or articles 
exceeds the value by the cubic foot or by the pound declared for the 
entire shipment as provided for above, an additional charge, which 


shall not exceed 2 per cent of the total excess value declared for such 
article or articles, may be made. 


A further provision of the order is that changes may 
be made in any rate or charge which may be established 
under the authority of this order, but the released valuations 
classified herein may not be decreased, nor may the percent- 
ages of increase in the charge for excess released valuations 
(either for the entire shipment or for specific articles) be 
made greater than those specified herein, without the specific 
authority of the Commission. 

The order said the Commission did not hereby approve 
the lawfulness, except under section 219, of the motor carrier 
act, 1935, and paragraph 11 of section 20 of the interstate 
commerce act, of any rates or charges that might be filed 
under the authority of this order. 

The order says that tariffs containing rates and charges 
established under the authority of this order shall show in 
connection therewith the following notation: 


Charges herein based on released value have been authorized by 
the Interstate Commerce Commission in Released Rates Order MC 
No, 2 of January 29, 1936, subject to complaint. 


NEW JERSEY TRUCK ASSOCIATION 


The New Jersey Motor Truck Association has decided to 
hold a national motor truck show at Center Market, Newark, 
late this fall for the third successive year. More than $1,000,- 
000 in highway equipment was shown at the 1935 exhibition 
and there were 15,000 visitors. The association plans to use 
double the floor space this year. 

The association has embarked on a safety campaign. The 
object is to reduce in 1936 the number of accidents in which 
commercial vehicles are involved. According to J. F. Win- 
chester, president, the motor truck can only attain “its rightful 
place in the American system of commodity transportation 
and distribution if it secures and retains the good will of the 
passenger car operator and the general public. A strict 
observance of highway safety requirements will do much to 
win favorable consideration of motorists and other citizens.” 


ICKES ON HIGHWAY PROJECTS 


Construction of super-transcontinental highways and elim- 
ination of grade crossings were pointed to as “types of monu- 
mental public works that can be done on a national scale,” by 
Harold L. Ickes, Secretary of the Interior and Administrator of 
Public Works, in an address January 26 before the Town Hall 
of Washington, D. C. 

“Three magnificant super-highways. could be built from the 
Atlantic seaboard to the Pacific coast unmarred by billboards, 
hot dog stands or indiscriminately located service stations,” 
said he. These longitudinal highways could be bisected by 
three or four similar ones running from Canada to the Mexican 
border, or to the Gulf coast. The westernmost of these North- 
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South highways, with the consent of and in cooperation with 
our neighbor Canada, could extend into Alaska. And, strange 
as it may seem, the best opinion is that this road would be open 
to travel for the greater part of the year. Similarly, one or two 
of these highways, if Mexico and our other neighbors farther 
south were willing, could stretch across Mexico and the coun- 
tries of Central America, down to the Canal Zone. 

“And why not consider lighting our highways? This would 
permit safe hauling of heavy freight at night and provide less 
dangerous traffic conditions in the winter months when the 
days are short. 

“T have long desired to see the elimination of every grade 
crossing in the United States, excepting only those on insig- 
nificant spur and branch lines that are scarcely ever used. 
Here indeed is an enterprise to engage the interest of the 
richest nation in the world. In these days of heavy motor 
traffic on many thousands of miles of improved roads radiating 
into every nook and corner of the United States, the question 
of garde crossings is one of grave public concern; all the more 
so since our railroads, in order to meet the competition of air- 
planes and motor trucks and busses, are putting on lighter and 
faster trains. 

“It stands to reason that, as motor vehicular traffic in- 
creases and additional light and fast trains are put into service 
by the railroads, our grade crossings will become sources of 
even greater danger than they are at present. Our casualty 
list grows longer every year until it has become a matter of 
major importance. Nor should grade-crossing elimination be 
restricted to junctures between highways and railroads. In 
many parts of the United States where vehicular traffic is 
unusually heavy there should be grade separation at highway 
crossings. Not only would there be a precious saving in human 
life flowing from a separation of grade crossings, there would 
be a notable resulting economy in dollars and cents, to say 
nothing of the saving in time.” 


A. T. A. COMMITTEES 

William E. Humphreys, of Washington, D. C., and H. D. 
Horton, of Charlotte, N. C., have been appointed chairman and 
vice-chairman, respectively, of a new national steering commit- 
tee for the interstate carriers’ conference group of the Amer- 
ican Trucking Associations, Inc., which will concentrate at this 
time on the filing of applications for certificates and permits to 
do business and the filing of tariffs. 

Mr. Horton, Harry E. Boysen, of Philadelphia, and Evans 
Nash, of Oklahoma City, have been appointed to serve on a 
committee to develop standards for membership in the National 
Conference of Truck Tariff Bureaus. Mr. Horton, Mr. Nash, 
Mr. Boysen, Maurice Tucker, of South Bend, Ind., James B. 
Godfrey, Jr., of Detroit, and Ted V. Rodgers, president of the 
association, will serve as members of a subcommittee to con- 
fer with bureau representatives with respect to classification 
matters. 

The executive committee of the American Trucking Associa- 
tions has authorized creation of a division of private carriers 
in the organization. 


RAIL DOOR-TO-DOOR SERVICE 


All the important, railroads in Eastern Territory will es- 
tablish system-wide store-door pick-up and delivery service on 
less-than-carload freight without extra charge, effective April 
1, it was announced after a meeting in New York of traffic 
executives of the railroads. 

The service will apply to all points in Eastern Territory 
on freight originating at and destined to points in the United 
States, regardless of distance. This represents an extension 
of the experimental arrangements heretofore operative on cer- 
tain of the carriers’ lines for limited distances. 

Freight traffic representatives of the eastern railroads met 
in New York January 28 and 29 to work out details of the 
service. The trunk line, New England, and C. F. A. carriers 
were represented at the meeting, as well as several of the 
smaller lines not members of these associations. 

It was stated that practically all these railroads would put 
the plan into effect, with the exception of the smaller lines. 
The Canadian railroads were also represented, but are not 
expected to put the service into effect now. It was under- 
stood that a decision was virtually reached to follow carriers 
in other sections in making an allowance of 5 cents a hundred 
pounds where service at the point of origin or destination is 
performed by the shipper or consignee. It is expected that 
tariffs will be filed in about two weeks. 

The meetings will be resumed February 11 after the pro- 
posed rules are printed in preliminary form. The rules adopted 
are, with a few minor exceptions, as nearly a duplicate of those 
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adopted by the western, southwestern, and southern lines as 
possible, it was stated. No definite decision was reached as to 
allowances, but they will not be entirely uniform. 

The first move of an Official Territory line that came to 
the attention of the Commission indicating spread of the door- 
to-door service, with a five cent allowance to shippers who 
performed the service for themselves, to that part of the coun- 
try was an inquiry by the Norfolk and Western. That carrier 
asked what information it would be expected to give in a sixth 
section application for permission to establish the service on 
less than the statutory notice of thirty days at stations com- 
mon with the Southern Railway, the service of which becomes 
effective Feb. 5. 

The Norfolk and Western was told that it would be ex- 
pected to tell the Commission what attitude was being taken 
by the Chesapeake and Ohio and the Virginian as to such serv- 
ice at which they, as well as the Norfolk and Western, encoun- 
tered the competition of the Southern. If the Chesapeake and 
Ohio and the Virginian said that they also expected to meet 
the competition of the Southern and do it on less than statu- 
tory notice, under the rule communicated to the Norfolk and 
Western, they would have to disclose the attitude of other 
Official Territory lines with which they competed. 

An unsuccessful proposal to depart from the five cents a 
hundred pound allowance to consignors or consignees who haul 
their goods to or from freight stations under the free pick-up 
and delivery service inaugurated by other southern carriers 
(see Traffic World, Jan. 25) was made by the Mississippi 
Central and the Bonhomie & Hattiesburg Southern, short 
lines operating in Mississippi. They filed sixth section applica- 
tions for permission to make effective, on short notice, pick-up 
and delivery tariffs in which they proposed to “absorb the 
cost of drayage” to and from the freight stations. The Com- 
mission denied their applications in sixth section order No. 
150686 so far as the Mississippi Central was concerned and 
No. 150730 as to the other carrier. 

The Commission January 31 authorized the Norfolk and 
Western, Virginian, and Chesapeake and Ohio to establish free 
pick-up and delivery service, with a five cent allowance to 
shippers who perform service for themselves at points where 
they compete with the Southern, including Cincinnati and 
Chicago. Those cities get that service ahead of other points 
north of the Ohio on account of the Southern’s having rails 
to them, Chicago being on the Monon, owned in part by the 
Southern. 


COORDINATED AIR-RAIL EXPRESS 


Commenting on the unified and improved air express 
transportation to be inaugurated February 1 (see Traffic 
World, Jan. 11, p. 65), Secretary of Commerce Daniel C. 
Roper made the following statement: 


This coordination of transportation facilities which has been ef- 
fected by the Railway Express Agency and the air transport companies 
is of great significance to American commerce and industry. Not only 
does it give complete nation-wide air service, but, also provides a uni- 
fied transportation system which includes the railroads of the nation. 

The formation of a transportation system offering the public com- 
plete air and air-rail express service which will be convenient and sim- 
ple is an indication of the enterprise through which the carriers of the 
country are co-operating to meet the demands of present day business. 


OFF-LINE AIR SERVICE 


Alleging that the Commission, by division 3, had erred in 
finding that section 15 of the air mail act of June 12, 1934, as 
amended, conferred jurisdiction on the Commission to enter- 
tain the application in air mail docket No. 10, in the matter 
of the application of Transcontinental & Western Air, Inc., for 
permission to institute and maintain schedules for passengers 
and express to San Francisco, Calif., Postmaster General Far- 
ley has asked the Commission to grant reargument before the 
entire Commission. Mr. Farley asserted that this proceeding 
was of extraordinary importance and merited the consideration 
of the entire Commission. 

In addition to the initial allegation of error the Postmaster 
General asserted that the Commission had erred in refusing 
to consider the legislative history of the air mail act; in hold- 
ing that it was the intent of Congress to vest in the Commis- 
sion exclusive jurisdiction to determine the precise nature of 
common carrier service not directly related to mail service 
which should be permitted so far as the Commission held that 
this jurisdiction applied to proposed off-line service over a route 
whereon service was not regularly maintained on and prior to 
July 1, 1935; in holding that the “additional” service which 
it was authorized to permit under section 15 of the air mail 
act included the institution of off-line service over a route 
whereon service was not regularly maintained on and prior 
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to July 1, 1935; and by failing to find that it was without 
jurisdiction to entertain an application for the institution and 
maintenance of passenger and express service by an air-mail 
contractor off the line of its air-mail route and over a route 
whereon service was not regularly maintained on and prior 
to July 1, 1935. 

In support of those propositions the Postmaster General 
quoted copiously from proceedings before Congress commit- 
tees. Further, the Postmaster said that if the Commission was 
vested with this authority then it would be possible by placing 
mail on planes operated off the line of an air-mail route and 
paying for it on a weight-credit basis to designate and let a new 
air-mail route without competitive bidding, such as was re- 
quired under the terms of the air mail act. 


PRACTICAL AIR NAVIGATION 


Announcement of a new publication, “Practical Air Naviga- 
tion,” is made by Captain R. S. Patton, director of the U. S. 
Commerce Department’s Coast and Geodetic Survey. The new 
publication describes not only the aeronautical charts pub- 
lished by the Coast and Geodetic Survey for the Bureau of Air 
Commerce, but their use in various problems of air navigation. 
It contains reproductions in full colors of portions of the pub- 
lished charts and more than 40 other illustrations and diagrams, 
says the department, which adds: 

The book contains chapters on chart reading, cross-country flying, 
air navigation by dead reckoning, and radio navigation. One feature 
particularly valuable to pilots is the detailed solution of a number 
of practical problems. This chapter includes a number of original 
graphs and diagrams by means of which any of the ordinary problems 
of navigation may be solved purely by inspection, without mathe- 
matical computations. 

While the subjcets dealt with are technical in nature, the booklet 
is nontechnical throughout, and is brief enough (59 pages of text) 
to invite the attention of even the casual reader. It is officially known 
as Special Publication No. 197 and may be obtained for 30 cents from 
the Washington office of the Coast and Geodetic Survey. 


GRADE CROSSING ACCIDENTS 


Reports for the month of October, 1935, showed an increase, 
compared with the same month of 1934, not only in the number 
of highway-railroad grade crossing accidents but also in the 
number of casualties, according to the safety section of the 
Association of American Railroads. 

Fatalities resulting from grade crossing accidents in Octo- 
ber, 1935, totaled 159, an increase of 17 over the number of 
fatalities in October, 1934. Persons injured in such accidents 
in October totaled 481, which was an increase of 91 compared 
with one year ago. In October, 1935, there were 396 highway- 
railroad grade crossing accidents, an increase of 56 compared 
with October, 1934. 

Fatalities resulting from highway-railroad grade crossing 
accidents totaled 1,286 in the first ten months of 1935, an in- 
crease of 77 compared with the number of fatalities in the 
corresponding period in 1934. Persons injured in highway- 
railroad crossing accidents in the ten months’ period in 1935 
totaled 3,566, an increase of 229 compared with the same period 
in 1934. Reports showed 2,996 grade crossing accidents in the 
first ten months of 1935 compared with 2,891 in the same 
yoonths the preceding year. 


NEW EDITION OF I. C. C. ACTS 

The first volume of a new edition of the interstate com- 
merce act and text or related sections of certain supplementary 
acts, revised to October 1, 1935, is now available, says a notice 
to the public issued by Secretary McGinty, at the office of the 
Superintendent of documents, Government Printing Office, 
Washington, D. C. The price is 25 cents. The second volume, 
which will include the text or related sections of supplementary 
acts not included in the first volume, is still in the course of 
preparation. 

The second volume, as to which Secretary McGinty has 
not yet made any announcement, will contain the text or related 
sections of the supplementary acts referred to in connection 
with the first volume. They are: Accident reports act; air 
mail act, as amended; ash pan act; bankruptcy act, as amended; 
block signal resolution; boiler inspection act, as amended; 
Clayton anti-trust act, as amended; emergency relief and con- 
struction act of 1932; hours of service act, as amended; locomo- 
tive inspection act, as amended; medals of honor act, and regu- 
lations, as amended; merchant marine act, as amended; mis- 
cellaneous provisions; national industrial recovery act (Public 
Works Administration); parcel post acts, as amended; railroad 
retirement act of 1935; railway labor act; railway mail service 
pay acts, as amended; Reconstruction Finance Corporation act, 
as amended; safety appliance acts, as amended; standard time 
act, as amended; tax on carriers’ and employes’ act; and trans- 
portation of explosives act, as amended. 
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HAGUE RULES LEGISLATION 


The Traffic World Washington Bureau 


Approval of S. 1152, the White bill passed by the Senate, 
August 16, 1935, providing for incorporation into United States 
law, with modifications, of The Hague Rules governing the 
carriage of goods by sea, was urged before the House commit- 
tee on merchant marine and fisheries, January 28, by spokesmen 
for shippers, ship owners, bankers and underwriters (see Traffic 
World, May 18, 1935, p. 984; June 1, 1935, p. 1063; and August 
24, 1935, p. 328). Uniformity in ocean bills of lading is the 
objective of the legislation. 

Though stating his organization favored legislation along 
the lines of that embodied in the White bill and that the bill 
would not be opposed as it stood by the organization, W. J. 
Nunnally, Jr., appearing for the American Institute of Marine 
Underwriters, urged an amendment the organization believed to 
be necessary to meet adoption by ship owners of what was 
called the “both-to-blame collision” clause. 

Ira Campbell, counsel for the American Steamship Owners’ 
Association, declared emphatically that if the suggested amend- 
ment were written into the bill the steamship owners, now 
favorable to passage of the bill, would oppose it. 

On behalf of the underwriters’ association it was stated 
that, in the last year, a new situation had arisen owing to the 
adoption by certain steamship lines of the so-called “both-to- 
blame collision” clause which the underwriters considered 
“highly objectionable.” D. Roger Englar, counsel for the asso- 
ciation, in a statement submitted by Mr. Nunnally, explained 
the situation with respect to the clause as follows: 


This clause, which is commonly referred to as the ‘‘both-to-blame 
collision’’ clause, reads as follows: 

“If the shipowner shall have exercised due diligence to make the 
ship seaworthy and properly manned, equipped and supplied, it is 
hereby agreed that in the event of the ship coming into collision 
with another ship as a result of the negligent navigation of both 
ships, the owners of the cargo carried under this bill of lading will 
indemnify the shipowner against all liability to the other ship or her 
owners in so far as such liability represents loss, damage or claim of 
said cargo paid or payable by the other ship or her owners to the 
said cargo owners and set off, recouped or recovered by the other 
ship or her owners as part of their claim against the carrying ship 
or shipowner.”’ 

The clause requires the d6wner of the cargo to indemnify the 
shipowner against the shipowner’s liability to a third party for the 
negligence of the shipowner’s servants. Naturally, this clause is 
highly objectionable to the owners and underwriters of cargo, and 
they would not accept any code or set of rules under which such a 
clause was permissible. 


A careful study of the above bill has satisfied the institute that 
the clause above quoted is prohibited by section 4 (3) of the bill, 
which reads as follows: 

“The shipper shall not be responsible for loss or damage sus- 
tained by the carrier or the ship arising or resulting from any cause 
without the act, fault, or neglect of the shipper, his agents, or his 
servants.”’ 

The institute, therefore, supports the bill, but suggests that sec: 
tion 4 (3) be amended to read as follows: 

“The shipper or owner of the goods shall not be responsible for 
loss or damage sustained, or liability therefor incurred, by the carrier 
or the ship arising or resulting from any cause without the act, fault, 
or neglect of the shipper, his agents, or his servants. Any clause or 
Stipulation which seeks to impose liability contrary to the foregoing 
Shall be null and void, including any clause or stipulation requiring 
the owner of cargo to indmnify the ship or carrier against liability 
to a colliding vessel for any part of the collision damages paid or 
payable by such colliding vessel.’’ 

In support of the suggested amendment I am instructed to point 
out that the principal argument in favor of this legislation has been 
that, if it is enacted, it will no longer be necessary to make a de- 
tailed study of the voluminous provisions of ocean bills of lading, 
which now include hundreds of lines of small print. The argument 
has been that anything in the bill of lading which purported to 
modify the respective rights and liabilities of cargo and carrier, as 
set forth in the statute, would be invalid. That this is the intent of the 
statute appears from section 3 (8), which reads as follows: 

“Any ‘clause, covenant, or agreement in a contract of carriage 
relieving the carrier or the ship from liability for loss or damage 
to or in connection with the goods, arising from negligence, fault, or 
failure 1 the duties and obligations provided in this section, or les- 
sening such liability otherwise than as provided in this act, shall be null 
and void and of no effect. A benefit of insurance in favor of the car- 
rier, or similar clause, shall be deemed to be a clause relieving the 
carrier from liability.’’ 

The institute, therefore, considers that if it were permissible to 


use the so-called ‘‘both-to-blame collision’’ clause, after the adoption 
of the statute, the intent and, indeed, the main purpose of the statute 
would be defeated. 

Under these circumstances it will naturally be argued that, if 
the statute in its present form is clear, no amendmet is necessary. 
Our answer to this argument is that the objectionable clause has only 
recently been introduced, and it must be anticipated that the carriers 
will make a determined effort to sustain it. Its validity will undoubt- 
edly be the subject of protracted litigation. The purpose of the rules 
is to avoid such litigation, and if the objectionable clause has been 
introduced at the time the Hague rules were formulated, it would 
undoubtedly have been prohibited by express reference. This was 
done in the case of 9 far less objectionable clause, i. e., the ‘‘benefit 
of insurance clause,’’ which is specifically referred to in section 3 (8). 

The institute, therefore, urges the amendment of 4 (3) above 
quoted, and, if this amendment is not adopted, the institute desires 
specifically to reserve the privilege of urging appropriate legislation 
dealing expressly with the objectionable ‘‘both-to-blame collision’ 
clause. 


A. B. Barber, manager of the transportation department of 
the Chamber of Commerce of the United States, appeared in 
support of the bill on behalf of the Conference on Uniform 
Ocean Bill of Lading representing shippers, ship owners, bank- 
ers and underwriters. This conference has labored for a num- 
ber of years to bring about enactment of legislation such as 
that embodied in the White bill by getting the various inter- 
ested groups to agree on disputed points. Mr. Barber said 
there was now unanimity among the American interests af- 
fected that the bill as passed by the Senate met the situation. 
If there were any dissent to the bill, said he, it came from a 
minor portion of the foreign lines. 


Representative Bland, chairman of the committee, had 
brought out that Trans-Atlantic Freight Conference members 
objected to the proviso in the deviation clause “That if the 
deviation is for the purpose of loading or unloading cargo or 
passengers it shall, prima facie, be regarded as unreasonable.” 
That conference, however, was not unanimous on the subject. 
If the clause referred to were deleted, the opposition of foreign 
lines that objected to it would withdraw their opposition, it 
was stated. 


Chairman Bland said the Department of Commerce had 
made an analysis of the bill, that it had suggested certain 
changes but that it had taken the position the bill should pass 
anyway if the suggested changes were not made. 


League Supports Bill 


The National Industrial Traffic League was represented 
by N. D. Belnap, counsel, and George O. Griffith, chairman 
of the League’s committee on ocean, intercoastal and coastwise 
transportation. In presenting the position of the League, Mr. 
Belnap made the following points: 


For more than ten years the National Industrial Traffic League 
has energetically worked for relief from certain, harsh features of 
the so-called Hague Rfiles. Seven distinct measures of relief have 
been embodied in the Senate bill and these Mr. Belnap urgently 
asked the House committee to retain in the bill. The more important 
amendments to the Hague Rules are those dealing with the bill of 
lading which under the Senate bill is prima facie evidence of the 
receipt of goods by the carrier and the preservation of the provisions 
of the Pomerene act, under which a carrier is liable for receipt of 
goods under a bill of lading signed for by its representative, even 
though such goods may not have been received. Prior to the enact- 
ment of the Pomerene act the courts had held that goods that had 
not actually been received constituted an adequate defense to relieve 
the common carrier of liability. It was to prevent frauds, more or 
less collusively, on a large scale that the Pomerene act was enacted. 
Since that act was passed a holder of a bill of lading is protected. 
Another provision gives the shipper or receiver of goods three days 
in which to file notice of loss or damage to goods where such loss or 
damage was not apparent from the condition of the package. Even if 
notice is not given that fact does not affect or prejudice the right 
of the shipper to bring suit within one year after the delivery of 
he goods. 

Another important feature of the act is one which provides that 
carriers shall not be exempted from lability for loss or damage aris- 
ing or resulting from strikes or lock-outs produced by the carrier 
for his own benefit. 

One of the great ground of complaint is removed by the bill in 
that portion which provides that deviation, if the deviation is for 
the purpose of loading or unloading cargo or passengers, shall prima 
facie be regarded as unreasonable. Under the Hague Rules, as at 
present, the boat may deviate from its regular course for the purpose 
of securing or delivering cargo or passengers. The Senate bill makes 
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deviation for the purpose of loading or unloading prima facie un- 
reasonable, thus casting the burden on the steamship. 

The Hague Rules, with the amendments carried in S. 1152, have 
been generally accepted by all maritime countries, with very few 
exceptions. The enactment into law of S. 1152 gives exporters sub- 
stantial relief from some of the onerous provisions of present bills 
of lading, and will bring about a uniform bill of lading. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the 
Department of Commerce on freight agreements filed pursuant 
to the provisions of section 15 of the shipping act, 1916, as 
amended: 





Agreements Approved 


Agreement No. 4719 between The Clan Line Steamers, Ltd., and 
Ocean Steamship Company of .Savannah providing for the transporta- 
tion of cotton in bales under through bills of lading from Calcutta and 
Chittagong, India, to Savannah, Georgia, with transhipment at New 
York. 

Agreement No. 4796 between American Diamond Lines, Inc., and 
Seatrain Lines, Inc., providing for the transportation of .cargo under 
through bills of lading from Antwerp to New Orleans, with tranship- 
ment at New York. 

Agreement No. 4800 between McCormick Steamship Company and 
Crowley Launch & Tugboat Co. providing for the transportation of 
cargo under through bills of lading between Oakland, Alameda, and 
Richmond, California, and U. S. Atlantic Coast ports, with tranship- 
ment at San Francisco, California. 

Agreement No. 4801 between McCormick Steamship Company and 
Sudden & Christenson providing for the transportation of cargo under 
through bills of lading between Atlantic Coast ports and Aberdeen 
and Hoquiam, Washington, with transhipment at San Francisco. 

Agreemet No. 4802 between McCormick Steamship Company and 
Hammond Shipping Co., Ltd., providing for the transportation of cargo 
under through bills of lading from Atlantic Coast ports to indicated 
Pacific Coast ports, with transhipment at San Francisco or Los Angeles 
Harbor. 

Agreement No. 4806 between Gdynia-America Shipping Lines, Ltd., 
and American-Hawalian Steamship Company providing for the trans- 
portation of cargo under through bills of lading from Denmark, Fin- 
land, Latvia, Lithuania, Estonia, Poland, and Danzig Free State via 
Gdynia, Poland, and Copenhagen, Denmark, to Los Angeles Harbor, 
San Francisco, Oakland, Alameda, Portland, Seattle, and Tacoma, with 
transhipment at New York. 

Agreement No. 4807 between Pacific Coast Direct Line, Inc., and 
Freighters, Inc:, providing for the transportation of cargo under through 
bills of lading from Atlantic Coast ports to Sacramento and Stockton, 
California, with transhipment at San Francisco. 

Agreement No. 4808 between Freighters, Inc., and Weyerhaeuser 
Steamship Company providing for the transportation of cargo under 
through bills of lading from Sacramento and Stockton, California, to 
Atlantic Coast ports, with transhipment at San Francisco. 

Agreement No. 4819 between Compagnie Maritime Belge, S. A., and 
Seatrain Lines, Inc., providing for the transportation of cargo from 
Antwerp, Belgium, to New Orleans, La., with transhipment at New 
York. 

Agreement No. 4828 between Yamashita Kisen Kabushiki Kaisha 
and Calmar Steamship Corporation providing for the transportation 
of cargo under through bills of lading from Japan, Korea, Formosa, 
Siberia, Manchuria, China, Hongkong, and Indo-China to U. S. Atlantic 
Coast ports, with transhipment at Los Angeles Harbor or San Francisco. 

Agreement No. 4829 between Calmar Steamship Corporation and 
Yamashita Kisen Kabushiki Kaisha providing for the transportation of 
cargo under through bills of lading from U. S. Atlantic Coast ports to 
ports in Japan, Korea, Formosa, Siberia, Manchuria, China, Hong- 
kong, and Indo-China, with transhipment at Los Angeles Harbor or 
San Francisco. 

Agreement No. 4830 between Calmar Steamship Corporation and 
Osaka Shosen Kabushiki Kaisha providing for the transportation of 
cargo under through bills of lading from U. S. Atlantic Coast ports 
to ports in Japan, Korea, Formosa, Siberia, Manchuria, China, Hong- 
kong, Indo-China, and the Philippine Islands, with transhipment at 
Los Angeles Harbor or San Francisco. 


Ag reements Cancelled 


Agreement No. 2944 between American Scantic Line, Inc., American 
Diamond Line, Inc., Baltimore Mail Steamship Company, Norddeut- 
scher Lloyd, and the other member lines of the Continental North 
Atlantic Westbound Freight Conference, providing for observance of 
uniform rates in respect to cargo from Gdynia and from Continental 
European ports and recording agreement of the American Scantic Line 
to discontinue solicitation of cargo of German origin and not to op- 
erate from German ports west of the Polish corridor. 


“FREE HAND” OF WATER CARRIERS 


H. Clair Cantelow, of San Francisco, Calif., in a letter to 
The Traffic World about Coordinator Eastman’s speech at 
Jacksonville, Fla., in respect to a water carrier regulation bill 
pending in the Senate (see Traffic World, Jan. 18, p. 119) makes 
the point that the Coordinator unwittingly misled his hearers 
when he spoke about the railroads fighting back at the water 
carriers by saying: “Their competitors had a free hand and were 
not obliged even to adhere to published rates or prohibited 
from granting rebates to favored shippers.” On account of the 
reference by the Coordinator to the Panama Canal and the 
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supply of vessels after the war period, Mr. Cantelow said one 
would assume that it was the intercoastal water competitor, 
among others, who still had that “free hand.” Mr. Cantelow 
Says that even prior to 1920, the shipping act of 1916 made it 
unlawful for any domestic interstate commerce carrier by 
water to rebate. 

Coordinator Eastman said in connection with the matter 
that Mr. Cantelow might have a point in connection with the 
intercoastal carriers, but, he said, what he had in mind was 
the inland water carriers which were and are not subject to 
the shipping act. 

Mr. Cantelow has sent Coordinator Eastman a memor- 
andum on dockage, wharfage and storage and warehousing 
charges at the ports. The memorandum has been referred to 
C. E. Hochstedler, the Coordinator’s western traffic assistant. 
The latter has told Mr. Cantelow that he has read his state- 
ment on the subject with interest and that he will talk with 
him about the subject when he visits the Pacific coast. Mr. 
Cantelow calls attention to the varying conditions at the differ- 
ent ports. He expresses the opinion that further legislation is 
not the essential solution of most of the port problems. Legis- 
lation that might fit the situations at New York, and possibly 
at Boston as well, quite definitely would not, he says, for 
example, fit situations faced by Seattle as to Vancouver, B. C. 


WATER CARRIER LEGISLATION 


James J. Delaney, vice-president of the National Asso- 
ciation of Masters, Mates and Pilots, at the annual conven- 
tion of the association, said the organization would support 
the Copeland ship subsidy bill and the Eastman water carrier 
regulation bill but added that there should be strong labor 
provisions incorporated in the subsidy bill. He objected to 
provisions dealing with labor being in a separate measure 
as proposed by Senator Copeland. 

Opposition to regulation by the Commission of water car- 
riers as provided in S. 1632, the revised Eastman bill pend- 
ing in the Senate, was expressed in the House by Representa- 
tive Culkin, of New York. 

“The managements of the railroads since the creation of 
the Interstate Commerce Commission have remained moribund 
and have been content to make an annual pilgrimage to the 
Commission where they asked for and usually, received an in- 
crease in freight rates,” said he. 

Mr. Culkin said the fact was that America would be tied 
hand and foot “if we permit the present policies of the Inter- 
state Commerce Commission to include water transportation.” 

“The rates fixed by this body carry in themselves the seeds 
of destruction of the railroads,” continued he, adding he was 
willing to vote proper federal aid to the railroads, “but I am 
unwilling to weigh down water transportation with past sins 
of the railroads and to consign them both to ruin and destruc- 
tion.” 

“Both water and rail transportation should be kept in- 
dependent and there should be no monopoly in transportation,” 
said he. 

“I speak for a free and unfettered America when I ask 
Congress to stop this unholy merger.” 


} PANAMA CANAL TOLL BILL 


The Senate has dropped consideration of the administra- 
tion’s Panama Canal toll bill, S. 2288, providing for the meas- 
urement of vessels using the Panama Canal, having agreed to 
a motion made by Senator O’Mahoney, of Wyoming, recommit- 
ting the bill to the committee on interoceanic canals which 
had favorably reported it for passage. 

Thus, it appears, another session of Congress probably will 
come to an end without such a bill being made law, though 
enactment of such legislation has been repeatedly urged by the 
White House, War Department and the governor of the Panama 
Canal. An attempt to get a similar measure through the House 
at the last session was not successful, though previously the 
House had approved a similar bill which was not acted on in 
the Senate. 

Proponents of the measure contend that its chief purpose 
is to make it possible for the canal administration to make 
fair and equitable assessment of tolls on vessels using the canal. 
Opponents have blocked the legislation on the ground that it 
would increase toll charges. 


IMPROVEMENT OF WATERWAYS 


Allotment of waterway improvement funds has been an- 
nounced by the War Department as follows: Intracoastal 
waterway, Jacksonville to Miami, Fla., for dredging, $26,000; 
Santee River, S. C., and Congaree River, S. C., channel main- 
tenance, $25,000; Galveston Harbor, Tex., dredging and re- 
pairs to jetties, $20,000. 
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OCEAN SHIPPING NEWS 
The Traffic World New York Bureau 


Chartering operations in the United Kingdom were at a 
standstill last week due to King George’s death and as a 
result dullness was reflected in world full cargo markets. 
Freight rates remained virtually unchanged and the market 
was firm, especially for tonnage in prompt position. 

Two grain fixtures were consummated, one of them a 
steamer from Montreal to Antwerp-Rotterdam on the basis 
of 1s 9d for June loading and the other from the St. Lawrence 
to picked ports in the U. K. at 1s 104d, less 1'ed if sailing 
after the 15th of May, for loading May 1-20. 

Transatlantic sugar cargoes included one from Cuba to 
U. K.-Continent, 5,000 tons for February loading; a vessel of 
2.533 net tons from Santo Domingo to U. K.-Continent at 
13s 6d for Ferbuary, and a similar Santo Domingo fixture, 
5,000 tons, at 13s 9d for mid-February. 

Very few time charters were reported. There were one 
round trip each in the West Indies and Canadian trades and 
one vessel of 1,187 net was chartered for from two to four 
months West Indies trading. Two time charters for the East 
Coast of South America trade developed, one a motor ship 
of 2,865 net tons for a round trip at about 4s 3d, delivery 
St. John, N. B., early February, and the other a motorship 
of 3,264 net tons for two round trips, spot loading. A steamer 
of 8,450 tons was chartered for delivery River Plate, redelivery 
North: of Hatteras via Chile at 75c for spot loading. 

Scrap iron cargoes included three for West Italy, two 
from the Atlantic range, and one from the South Atlantic, 
all at $4.90, two for spot loading and one for January-Febru- 
ary. A 9,000 ton vessel took a cargo from the Gulf to U. K. 
at 14s 6d for two loading ports, February. 

No fixtures developed in the export coal trade but an 
inquiry was in the market for a steamer from Hampton 
Roads to the East Coast of South America. 

In the tankers trade a motorship of 8,000 tons, clean, 
was fixed from the North Atlantic range to South Africa on 
the basis of 19s 6d for March loading and an. 8,500 ton dirty 
vessel was fixed from the Gulf to the Thames and Hamburg 
at 18s for February. Another Gulf fixture was a vessel of 
13,000 tons, dirty, to Italy at 17s for March. From California 
a 9,000 ton dirty motorship was fixed to Japan at 13s, thence 
Sumatra to Manila at 7s 9d, followed by Sumatra to Shang- 
hai or Dalny at 12s, commencing in January. Another Cali- 
fornia fixture was a 17,000 ton dirty motorship to Japan at 
14s for end of February loading. 

Support of the bill introduced in the New Jersey legisla- 
ture to permit action to establish a free port zone at Jersey 
City is announced by the Jersey City Junior Chamber of Com- 
merce, which is to urge 300 associate chambers throughout 
the country to pledge their cooperation. The group, which 
must be incorporated before federal approval of the plan 
can be sought, would be known as the American Foreign 
Trade Zone, Inc. The City of New York had already applied 
for a similar zone. Doubt was expressed as to whether govern- 
mental approval would be given to two zones in the same 
port area. 


Following receipt of word from Washington that Secretary 
of Commerce Roper had approved establishment of a foreign 
trade zone at Stapleton, Staten Island, Commissioner of Docks 
John McKenzie said that preliminary construction, dredging 
and the erection of bulwarks could be started immediately 
and completed within thirty days. He added that there was 
no indication as to where the money would come from but he 
believed the City of New York would finance the work or, if 
this were impossible, a corporation or holding company might 
be formed. He said he believed the grant would permit process- 
ing of goods as well as storing of merchandise within the zone 
but that no manufacturing of commodities would be permitted. 

George W. Allison, Commissioner of Public Works and Act- 
ing Borough President of Richmond, said that four of the five 
piers chosen were in excellent condition and that the water 
was from 28 to 32 feet deep there so that no preliminary dredg- 
ing would be necessary. He added that some of the big elec- 
tric cranes in the two-story warehouse piers had never been 
used and were in good condition. Louis W. Kauffmann, presi- 
dent of the Staten Island Chamber of Commerce, said the 
grant would result in the renewal of agitation for a tunnel 
to connect the island with Brooklyn. 

Governor Harold G. Hoffman of New Jersey expressed 
regret that the proposed site in New Jersey had not been 
approved by the government as it had ideal facilities lacking at 
the Staten Island piers. 


INTERCOASTAL RATES 


_ The Bulk Carriers’ Corporation, new intercoastal shipping 
line, has obtained permission from the Shipping Board Bureau 
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to postpone the effective date of schedules S. B.-1 No. 1 and 
S. B.-1-No. 2 from February 2 to February 24. The company 
said its vessels would not be ready for use in the intercoastal 
trade until the latter date. In view of this postponement of 
the effective date, it was stated at the bureau hat action would 
not be taken at this time on the petition of the Gulf Intercoastal 
Conference asking for suspension of schedules (see ‘i'raffic 
World, Jan. 25, p. 175) carried in amended pages of tar ffs 
filed by the Bulk line. 


N. Y. C. FOREIGN TRADE ZONE 


The city of New York has been authorized by the Foreign- 
Trade Zones Board under the first action of the kind taken 
under the foreign-trade zones act of June 18, 1934, to establish, 
operate and maintain a foreign-trade zone at Stapleton, Staten 
Island, N. Y. Approval of the city’s application was announced 
by Secretary Roper, of the Department of Commerce, as chair- 
man of the board. 


The federal government, under the act, simply passes on 
applications to establish the zones. It has no financial relation 
to the establishment or maintenance of the zones. 


Secretary Roper said further enabling legislation might 
become necessary to give full opportunity for the development 
of the zones but he had nothing specific to outline in that con- 
nection at this time. 


The board, said Mr. Roper, desired now to approve appli- 
cations for establishment of zones in localities offering the 
largest possible opportunity for the use of such zones in order 
that it might be demonstrated how they were beneficial to 
American commerce. Negotiations are under way looking to 
the establishment of zones at the ports of San Francisco and 


Mobile, though as to these ports no formal action has yet been 
taken by the board. 


Secretary Roper was asked whether a proposal to estab- 
lish a zone at Pittsburgh, Pa., had come to his attention and 
whether the board would approve an application for establish- 
ment of a zone at such a point. He indicated he had heard of 
talk about the Pittsburgh proposal but said he could not, of 
course, say what the board might do if an application were filed. 
In a statement relating to the New York City zone and the 
general question of zones, the Department of Commerce said: 


The Foreign-Trade Zones Board, which, in addition to the Sec- 
retary of Commerce, consists of the Secretary of The Treasury and 
the Se etary of War, in making the grant (to New York City), re- 
stricted the area to five piers, (12, 13, 14, 15, and 16), and the adjacent 
upland territory, consisting of a total land and water area of ap- 
proximately seventy-eight acres. The land area, exclusive of the piers, 
embraces about eighteen acres. The original application contemplated 
the use of twelve piers, with a land and water area of two hundred 
acres. The grant carries with it the privilege of constructing a seven- 
story warehouse and manipulating building, with a floor area of 1,- 
196,685 square feet; this structure will cost approximately $3,500,000. 


It is expected that the entire initial development will cost approxi- 
mately $4,600,000. Under the terms of the grant, construction must 
begin within thirty days, and be completed within nine months. It is 
the plan of the grantee, however, to have the barrier constructed and 
the zone ready for limited operation within from ninety to one hun- 
dred and twenty days from the date of the grant. As there is no pro- 
vision in the act for: the expenditure of federal funds in connection 
with the construction and equipment of a foreign-trade zone, the pro- 
ject will be financed by the municipality of New York. 


Secretary Roper has been very much interested in the foreign-trade 
zone movement in this country, and visualizes the development of new 
transshipment, re-export, and consignment markets, as well as en- 
hanced opportunity for American shipping, stating that transshipment 
business has been an important factor in the development of some 
of the world’s leading ports. The purpose of a foreign-trade zone is to 
foster the dealing in foreign goods which are received, not for domes- 
tic consumption, but for reshipment to foreign markets and for manipu- 
lation, including combining with domestic merchandise previous to 
exportation. It is the belief of those interested in the development of 
foreign-trade zones in this country that they will eliminate cumber- 
some restrictions necessarily imposed on goods under customs super- 
vision. Particular advantages are expected to accrue to ports of strate- 
gic location, cosmopolitan in character, and sustaining world-wide ship- 
ping connections, 


The act under which this zone is established defines a zone as an 
isolated, enclosed, and policed area in or adjacent to a port of entry, 
without resident pouplation, except the necessary administrative per- 
sonnel. The zone will be operated as a public utility under federal 
supervision, and commodities will be free from the usual customs regu- 
lations. The law requires that foreign-trade zones be furnished with 
the necessary facilities for loading, unloading, storing, and manipu- 
lating, but prohibits manufacturing or exhibiting. Within the zone mer- 
chandise may be broken up, repacked, assembled, distributed, sorted, 
graded, cleaned, stored, mixed with foreign or domestic merchandise, 
or otherwise be maniputated and exported. Foreign merchandise may 
be sent into customs territory therefrom, in the original package or 
otherwise, but it is then subject to the laws and regulations affecting 
imported merchandise. 
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FOURTH SECTION AMENDMENT 
The Traffic World Washington Bureau 


Representative Pettengill, of Indiana, author of the Petten- 
gill bill, H. R. 3263, to eliminate the long and short-haul clause 
from the fourth section of the interstate commerce act, has 
taken exception to statements about the bill made in a resolu- 
tion adopted by the Maritime Association of the Port of New 
York. (See Traffic World, Jan. 25.) 

“This association,” said Mr. Pettengill in a statement to 
the press, “has a perfect right to oppose any legislation that 
it feels would not be to its best interest, but it should stick 
to facts when it publishes such a resolution. The statements 
made and the reasons given are so inaccurate and misleading 
that they should not go unchallenged.” 

The Indiana congressman said the railways, the:r em- 
ployes, and thousands of industries throughout the United 
States, including many situated at such coastal cities as New 
York, in their support of the bill, were not seeking the elim- 
ination of water carriers. They did hold, continued he, that 
railroads should be allowed to share in the transportation of 
traffic to and from points competitive with water carriers, and 
added: 


The Maritime Association says that passage of the Pettengill bill 
would ‘“‘leave the railroads at liberty to charge such discriminatory 
rates as they see fit without any curb from the Interstate Commerce 
Commission.”’ This statement is far from the truth. The Interstate 
Commerce Commission, under other sections of the act, would still 
have power to see that all rates were reasonable and not discriminatory. 
It would still have power to prescribe both minimum and maximum 
rates and to suspend the rates proposed in any railroad tariff. * * * 

Mr. Frank Lyon, testifying for ten intercoastal water carriers be- 
fore a subcommittee of the House of Representatives in June, 1935, 
frankly admtited that the water carriers have a monopoly on the traffic 
between the Atlantic and Pacific Coasts. They want the railways to 
be kept excluded from any participation in that traffic, except, of 
course, in some emergency such as that in 1915 and 1916, when the 
intercoastal water carriers almost completely deserted their regular 
trades for the more profitable European business. This desertion was 
not for American transport service. It took place before the United 
States entered the World War. The railroads, which are not ‘‘fair 
weather’’ operators, carried on the business of this country. 

When the war ended and the steamships returned to their old 
trades, the Interstate Commerce Commission denied to the railways 
relief from the operation of the present long-and-short-haul clause. 
The steamships, free from any regulation, with the government fur- 
nishing a large part of the money needed to build or buy ships, en- 
gaged in such cutthroat competition with one another, that they have 
hurt not only themselves but, in the words of E. P. Farley, who tes- 
tified for eight leading intercoastal lines, they ‘‘have damaged the trans- 
continental railroads by extending water and rail shipments into the 
very center of the country where economically there is no justification 
for the use of rail-and-water shipment in preference to the all-rail 
route.”’ 

Under the administration of the present long-and-short haul clause 
the railways have had to stand by powerless to help themselves—to 
see an enormous volume of traffic and revenues diverted from them, 
something for which, as the steamship interests themselves concede, 
there is no economic justification. 

I shall not attempt to discuss all the erroneous statements in the 
resolution of the Maritime Association, but would like to call attention 
to their position that to give railroads an opportunity to share in the 
traffic at the port cities would impair investment in harbor terminal 
facilities and that ‘‘taxpayers’ burdens would increase."’ 

The railways construct and maintain their own roadways and pay 
taxes thereon, amounting to more than seven cents per each dollar of 
revenue. Steamships have these things provided for them by the tax- 
payers, in the shape of navigable channels, improved harbors, light- 
house and many other services. The report of Federal Coordinator 
Eastman shows that, although receiving all these free services, the taxes 
paid by water carriers of all types average less thna one cent out of 
each dollar of revenue. The intercoastal common carriers, which are 
the subject of the Maritime Association's solicitude, are shown to have 
paid only 5/100ths of one per cent of their revenues in taxes—that is 50 
cents out of each thousand dollars taken in. The tax burden of the 
railways per dollar of revenue is approximately 160 times as heavy. 
Just how the taxpayers’ burdens are to be increased by giving the tax- 
paying, self-supporting railroads a chance to compete for a fair share 
of the water competitive business is hard for the ordinary mind to 
understand. 


M. V. BARGE LINE RATES 


The Commission, division 2, in fourth section application 
No. 16116, filed by L. E. Kipp, on behalf of the Mississippi 
Valley Barge Line Co., and its interested rail connections, 
by fourth section order No. 12183 (not a report and order) 
has authorized until 90 days after the date of the entry of 
a report in No. 26712, Rail and Barge Joint Rates, the barge 
line company to establish and maintain class and commodity 
rates between lower Mississippi River ports (Memphis, Tenn., 
and south thereof), on the one hand, and points in Utah, Idaho, 
Wyoming, Colorado, North Dakota, South Dakota, and Mon- 
tana, on the other, over the barge line routes and its rail 
connections at St. Louis, Mo., or East St. Louis, Ill., the 
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same as contemporaneously in effect on like traffic between 
the same points over routes of the Inland Waterways Cor- 
poration and the same rail connections at St. Louis or East 
St. Louis, and to maintain higher rates from, to, and between 
intermediate points. The relief is subject to the proviso that 
rates from, to or between higher-rated intermediate points 
shall not exceed those maintained by the Inland Waterways 
Corporation and connections; shall not be increased except 
as may be authorized by the Commission; and shall in no 
case exceed the lowest combination of rates subject to the 
interstate commerce act. 


PETROLEUM TO SOUTH AFRICA 


An order dismissing the complaint has been entered by 
Secretary of Commerce Roper in Shipping Board Bureau 
docket No. 72, The Atlantic Refining Co. vs. Ellerman & Buck- 
nall Steamship Co., Ltd., et al., the secretary stating in a 
report in the case that the issues presented had been volun- 
tarily adjusted and that agreements alleged to have been 
unlawful had been superseded by new agreements. 

This proceeding, reopened, said the report, involved is- 
sues discussed in 1 U. S. S. B. 242. The complaint was dis- 
missed by the Shipping Board December 14, 1932. Complain- 
ant alleged that rates charged by defendants on its shipments 
of petroleum products from Philadelphia and New York to 
ports in South Africa higher than rates contemporaneously 
charged by them on shipments to the same ports of similar 
products shipped from New York by a competitor, the Vacuum 
Oil Co. of South Africa, Ltd., and/or Vacuum Oil Co., were 
unduly and unreasonably prejudicial to it and unjustly dis- 
criminatory. 

At the original hearing allegations of unlawfulness were 
made with respect to agreements filed by defendants and 
approved by the Shipping Board, and since the complaint con- 
tained no reference to the agreements the board held that 
issue was not properly before it for determination. On peti- 
tions of the complainant and the Port of Philadelphia Ocean 
Traffic Bureau, which amended the complaint to include the 
issues as to the agreements, the case was reopened. The 
report said after the case was reopened new agreements were 
filed taking the place of those attacked and that at the re- 
hearing complainant testified that since January 1, 1933, rates 
charged on its shipments from New York were the same as 
those charged on shipments of its competitor from that port. 
After the hearing, said the report, complainant and de- 
fendants entered into an agreement whereby an equality of 
rates and conditions was established whether shipments move 
from New York or Philadelphia, in consideration of which 
complainant withdrew its claim for reparation, and joined 
with defendant in requesting that the complaint be dismissed. 


INTERCOASTAL CANNED COFFEE 


Examiner C. B. Gray, of the Shipping Board Bureau, has 
recommended dismissal of the complaint in No. 156, California 
Packing Corporation vs. American-Hawaiian Steamship Co. 
et al., on a proposed finding that a rate of 77.5 cents, minimum 
weight 24,000 pounds, on canned coffee from Brooklyn, N. Y., 


/to Pacific coast ports, has not been shown to be unreasonable 


or unduly prejudicial in violation of the shipping act, 1916. 


INTERCOASTAL CARGO CHARGES 
Additional complaints seeking reparation on account of 
imposition in the past of assembling and distributing charges 
have been docketed by the Shipping Board Bureau in No. 364, 
Southern Alkali Corporation vs. Swayne & Hoyt, Ltd.; No. 365, 
Xylos Rubber Co. of Calif. vs. Christenson Steamship Co., and 
No. 366, Xylos Rubber Co. of Calif. vs. Charles Nelson Co. 





CONDITION OF EQUIPMENT 


Class I railroads on January 1 had 266,876 freight cars 
in need of repairs, or 14.9 per cent of the number on line, 
according to the Association of American Railroads. This 
was a decrease of 3,108 cars compared with the number in 
need of such repairs on December 1, at which time there were 
269,984, or 15.0 per cent. 

Freight cars in need of heavy repairs on January 1 totaled 
219,217, or 12.3 per cent, a decrease of 4,908 Cars compared 
with the number in need of such repairs on December 1, while 
freight cars in need of light repairs totaled 47,659, or 2.6 per 
cent, an increase of 1,800 compared with December 1. 

Locomotives in need of classified repairs on January 1 
totaled 9,914, or 21.8 per cent of the number on line. This 
was a decrease of 213 compared with the number in need of 
such repairs on December 1, at which time there were 10,127, 
or 22.2 per cent. 

Class I railroads on January 1 had 3,054 serviceable loco- 
motives in storage compared with 3,353 on December 1. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our special service department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. The same man, with long experience 
and wide knowledge, will answer questions relating to practical traffic prob- 
lems. We do not desire to take the place of the traffic man but to help him 
in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 





Damages—Special 


Maryland.—Question: A nationwide organization has for 
its members (customers) representatives in practically all 
cities, towns and hamlets within the United States in addition 
to many points in Canada. 

One portion of the membership is composed of hotels, 
restaurants, garages, service stations, etc., for which a mem- 
bership fee of approximately $50 is assessed. 

The benefits derived from such organization is an advertis- 
ing feature mainly and such members derive their benefits 
through the association by being brought into contact with 
other associate members such as are represented by organi- 
zations similar to the X Association. 

The membership as outlined above are furnished with ad- 
vertising matter, literature, insignias, signs, etc., which are used 
and displayed by the members. 

In the event that a shipment becomes lost in transit we 
are, after the expiration of six to eight weeks, advised by the 
carrier (express company) to file claim. 

This, you will appreciate, places the member in an em- 
barrassing position due to the fact that he had not received 
the necessary paraphernalia and is deprived of the assistance 
and cooperation that would have been extended to him had 
this shipment arrived on time. A; 

Disgusted and discouraged, he notifies the association to 
cancel his membership, resulting in a loss of such membership 
fee ($50) to the association. ; 

Would it be possible for us to file claim for special dam- 
age in the event of such loss, provided that when a shipment 
is offered to the carrier it is accompanied by a letter stating, 
“If shipment not delivered within ...... days a claim will be 
filed for special damages to the amount of $50, plus prepaid 
express charges?” . : 

You will no doubt appreciate that there is no possible 


method of rating the benefits the members (customers) derive’ 


from such membership, at the same time it is very apparent 
that considerable benefits are derived, or the organization could 
not exist 

Will you please submit your opinion with citations? 

Answer: Whether recovery can be had of damages of the 
nature described by you, has not, so far as we can find, been 
the subject of a decision of the courts. Such damages, if 
recoverable, are in the nature of special damages. 

Special, as contra-distinguished from general, damages are 
those which are the natural but not the necessary consequence 
of the act complained of. They are such as actually result 
from the commission of the wrong, but are not such a neces- 
sary result that they will be implied by law. In cases of tort 
it may be said that special damages are such consequences of 
an injury as are peculiar to the circumstances and condition 
of the injured party, and in cases of contract they are such 
further loss, in addition to that which naturally flows from 
and is presumed from the contract and its breach, as are in 
fact occasioned by the breach of the contract and proximately 
caused thereby, and as in ordinary course of things would be 
likely to result therefrom. It is often very difficult to dis- 
tinguish general from special damages. The wrongful act must 
be the proximate cause of either. Special damages may be 
of such character that it may be given in evidence to aggravate 
the damages in an action or it may be itself the substantive 
cause of action. 

It is a rule of universal application that damages recover- 
able for delay in transportation must be such as might reason- 
ably have been contemplated by the parties at the time the 
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contract of carriage was made, and that special damages for 
delay are recoverable only in case the shipper, at or before 
the time he tendered his goods for shipment, informed the 
carrier of the special circumstances which rendered a prompt 
transportation and delivery of the goods at their destination 
necessary. The rule in its application is not limited to con- 
tracts of sale in contemplation by the shipper, but is applied 
to the varying phases of mercantile life, upon the theory that 
unless the carrier be made aware by the shipper, at the time 
of shipment, of the urgency, and the circumstances that require 
unusual dispatch or care in transportation, it cannot be pre- 
sumed to know the facts, the existence and knowledge of which 
upon its part present the legal status upon which its liability 
for more than ordinary damages can be predicated. In every 
instance it is said the shipper has it within his power to pro- 
tect himself against all damages, both general and special, 
caused by delays or losses in shipment, by giving notice to 
the carrier when the contract is made. If he fails to avail 
himself of this privilege he must suffer the consequences of his 
own neglect. 

On the other hand, the rule is equally well settled that 
special damages for delay in the shipment of goods are re- 
coverable when the carrier has notice that a delay in delivery 
will result in such damages. As otherwise expressed where 
at the time of entering into a contract both parties knew and 
contemplated that, if a breach is committed, some injury will 
occur in addition to the natural and ordinary consequences 
of the breach, the person committing the breach will be liable 
to give compensation or damages on the occurrence of the in- 
jury. Notice of special circumstances, it is said, puts on the 
carrier the duty to use diligence commensurate to the require- 
ments of the case. The carrier’s duty, however, is fully per- 
formed when on receiving the notice it uses reasonable dili- 
gence to forward the goods promptly. In the application of the 
rule, it is of no importance that the amount of the damages 
cannot be estimated at the time the contract of shipment is 
entered into. The important consideration on which the right 
to recover special damages depends is not that the extent or 
amount of such damages was estimated by the parties, but 
that, when the contract was made, the fact that such special 
damages might follow the breach was contemplated by the 
parties. 

The notice should be of such special matters as naturally 
and reasonably apprise the person to be charged of the prob- 
able consequences of its breach. In other words, the shipper 
must communicate to the carrier all the facts and circum- 
stances of the case which do not ordinarily attend the carriage 
of such freight, or the peculiar character and value of the 
property carried. The intended use must be made known to 
the carrier, and not left to conjecture. And in any event, the 
notice will not have the effect of extending the carrier’s lia- 
bility any further than it may be inferred from its terms to 
have informed the carrier of the probable results of failure 
on its part to carry out the terms of the contract However, 
under an agreement for the carriage of many carloads of con- 
struction material, to be used for a special purpose of which 
the carriers had notice, it was unnecessary to repeat such no- 
tice on each shipment, in order to charge the carriers with 
special damages resulting from delay in transportation. 

That such damages are recoverable, if it can be proved 
with reasonable certainty, that the delay was the cause thereof, 
lacking which proof such damages would fall within the cate- 
gory of uncertain or speculative damages which are not re- 
coverable, if proper notice is given, seems apparent from de- 
cisions such as Delta Table Co. vs. Yazoo, etc., R. Co. (Miss.), 
63 Sou. 272; Chicago, etc., R. Co. vs. Miles, 123 S. W. 775, 124 
S. W. 1043. . 

A notice such as that you set forth would not, in our 
opinion, be sufficient, as it merely states that delivery must be 
made within a specified time without giving any facts or cir- 
cumstances which show the delivery within that time is neces- 
sary to prevent damage. 


Sales 


New York.—Question: Kindly let me have your views on 
the following: 

An autmobile manufacturer has two plants, one in Detroit 
and one in Tarreytown, N. Y. He manufactures the various 
parts of the autombile in Detroit and ships them to Tarry- 
town, where they are assembled into separate automobile units. 
When assembled he ships them to the various sales agencies 
in the East. 

It is the practice of this manufacturer, however, in selling 
the automobiles, to contract for the sale under the terms F. O.B. 
Detroit. There can be no question that should he deliver the 
completed automobile to the common carrier at Detroit, title 
would pass immediately to the buyer. In this instance, how- 
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ever, the automobiles as finished units were delivered to the 
carrier at Tarrytown, N. Y., and not at Detroit, the F. O. B. 
point. My problem is to ascertain exactly where title to the 
automobile passes to the buyer, at Tarrytown, when delivered 
to the buyer, or whatever other point legal precedent has de- 
cided. 

Answer: A contract of sale is necessarily executory if at 
the time of the contract the property is not in existence, or 
has not been acquired by the seller, although it has been held 
that if the property has a potential existence the sale is not 
invalid, and that the property will vest in the buyer upon its 
coming into existence, or upon its acquisition by the seller. 

When the contract is for the sale of specific or ascertained 
goods the property in them is transferred to the buyer at such 
time as the parties to the contract intend it to be transferred, 
or in other words, if the goods are specific whether the con- 
tract of sale is executed or executory depends solely on the 
intention of the parties, or as otherwise expressed, where 
neither the statute of frauds nor the rights of creditors are 
involved, the title will pass whenever the parties intend it 
to; and while this intention must be manifested at the time the 
bargain is made, it may be shown by circumstances as well 
as declarations, and very slight acts are often sufficient to 
evince such intention. The parties may make whatever agree- 
ment they see fit as to when the title shall pass, and where 
the language of the agreement clearly and unequivocally mani- 
fests such intention, it will control; but if, as frequently hap- 
pens, the intention is not clearly manifested, it must be 
ascertained by the rules of construction, considering not only 
the language of the agreement, but also the subject matter, 
situation of the parties, and other circumstances surrounding 
the transaction. The courts have laid down certain rules in 
regard to when title passes, based upon the performance or 
non-performance of certain acts, or the existence or non-ex'st- 
ence of certain facts and circumstances; but they are merely 
rules of evidence to aid in ascertaining the intention of the 
parties, and while a more or less conclusive presumption arises 
therefrom that the title was or was not intended to pass, it 
is not conclusive, and will not control if a contrary intention 
is otherwise shown. So where the intention of the parties is 
not clear, but must be determined from the facts and circum- 
stances of the case, it is a question of fact for the jury. 


Demurrage—Computation of Time on Cars Delivered on Inter- 
change With Government Owned Carrier 


Minnesota.—Question: Will you please refer to answer to 
Minnesota, page 1125 of the Traffic World of December 29, 
1934, under the above caption, and advise us further? 

In’ the situation as stated in the above reference, would 
not the carrier performing the line haul into Wiota be required, 
under the tariff, to send either arrival notices or constructive 
placement notices for the cars placed on the government inter- 
change tracks? 

What constitutes a demurrage notice, that is, in what form 
should it be sent? There was no agreement made to send 
notices, or not to send notices. 

In your original answer you state that these tracks are 
“interchange tracks of the government owned railroad.” That 
is also our contention, but the line haul carrier claims that 
Section E of Rule 3 applies, and that these government owned 
and operated tracks at Wiota, where the interchange is made 
between the G. N. Ry. and the Government R. R., are “Inter+ 
change tracks of industrial plants performing the switching 
service for themselves,” and that notices were not required 
to be sent. 

This is absurd, as the consignee had no engine of their 
own, they performed no switching services for themselves, and 
the Government Railroad was not an industrial plant rail- 
road. The government road was not the agent for the G. N. 
Ry. nor the consignees. 

It is our understanding that these government tracks at 
Wiota were simply the interchange tracks between two rail- 
roads, and under these circumstances the line haul carrier 
would not be required to send notices. 

Will you also include in your answer what is meant by 
the term “interchange tracks of industrial plants performing 
switching services for themselves or other parties,” and just 
how many different enterprises this term covers? 

Would you consider the United States government an in- 
dustrial plant in this instance? 

Will you please give us your opinion on this matter as 
well as decisions, if any, of the Commission which might cover 
a situation of this kind? 

Answer: Unless the government owned railroad is to be 
considered as the agent of the consignee to receive the cars 
and the tracks of the government owned railroad are in effect 
industrial tracks of the consignee, within the provisions of Sec- 
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tion E, of Rule 3 of the Demurrage Tariff, there is only one 
provision in the demurrage tariff, namely, Section D of this 
rule, which could have application to the facts stated. This 
section provides: 


Except as otherwise provided in section B, paragraph 1, of this; 
rule, on cars to be delivered on other-than-public-delivery tracks, time 
will be computed from the first 7 a. m. after actual or constructive 
placement on such tracks. Time computed from actual placement on 
cars placed at exactly 7 a. m. will begin at the same 7 a. m.; actual 
placement to be determined by the precise time the engine cuts loose, 


While not as definitely applicable to the facts in the in- 
stant case as is Section E of Rule 3 to cars covered by that 
paragraph, its wording is broad enough to cover cars placed 
on any track, other than those covered by Sections C and E. 

Unless this latter provision is applicable, it is a matter for 
determination by the Commission as to when free time begins 
to run. 

We are unable to find any decision of the Commission in 
which the term “Interchange tracks of industrial plants per- 
forming switching services for themselves or other parties,” has 
been defined, in so far as the application of the provisions of 
the demurrage tariff is concerned. See, however, Industrial 
Railways Case, 29 I. C. C. 212. 

That the interchange with the government owned line is 
to be considered as an interchange track of an industrial plant 
performing switching service for itself, we doubt, although 
having some of the characteristics of such. Apparently, how- 
ever, it is not a common carrier connection of the line haul 
carrier, as you contend. 





Doings of the Traffic Clubs 





Herbert A. Clark, president of the newly organized Eastern 
Indiana Traffic Club, is traffic manager of Ball Brothers Com- 
pany at Muncie, Indiana, which posi- 
tion he has held for the last sixteen 
years. After studying engineering in 
Purdue University, he entered the op- 
erating department of the P. C. C. and 
St. L. Railway, now operated by the 
Pennsylvania Railroad, serving in vari- 
ous clerical positions, telegraph opera- 
tor, and extra agent. In 1913 he was 
transferred to the division freight 
office at Richmond, Indiana, remaining 
there until 1917, when he was ap- 
pointed assistant to the traffic manager 
of Ball Brothers Glass Manufacturing 
Company, later Ball Brothers Com- 
pany. In the World War he served 
overseas in radio work with the 325th 
Field Artillery. In 1920 he was ap- 
ppointed traffic manager of Ball Brothers Company, as well as 
general manager of the Muncie and Western Railroad, a ter- 
minal road at Muncie, Indiana, owned by members of the Ball 
family. He is in charge of traffic matters for branch plants 
at Noblesville and Eaton, Indiana; Huntington, West Virginia; 
Hillsboro, Illinois; Okmulgee and Sapulpa, Oklahoma, and 
Wichita Falls, Texas, as well as his cgmpany’s principal opera- 
tions at Muncie, Indiana. The Eastern Indiana Traffic Club 
was organized for educational purposes. It has one class of 
membership, admitting as members those residing within the 
seven counties embraced in the territory. Persons represent- 
ing transportation agencies not having physical operations 
within the territory are not admitted to membership. There 
are now approximately a hundred members and the immediate 
goal is two hundred. Some of the cities in the territory are 
Marion, Hartford City, Portland, Muncie, Winchester, Union 
City, Newcastle, Hagerstown, and Richmond. At the next 
meeting the constitution and by-laws will probably be amended 
so that the three counties to the north will be designated 
zone one; the two counties in the center, zone two; and the 
two counties to the south, zone three. Seven directors will be 
elected, who, together with the four officers, will form the 
governing board. Of the seven directors not less than two 
nor more than three will reside in any one of the three zones; 
also not less than two nor more than three will be from any 
one of the following groups: shippers, rail carriers, and motor 
carriers. Meetings will be held on the third Thursday of each 
month at times and places designated by the governing board. 
The meetings in February, April, and June will be held in 
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The Mark ofa Railroad 
on the Pages of History 





Abraham Lincoln, as attorney, was in 
the regular retainer of the Illinois 
Central Railroad from 1853 to 1860. 


He prepared opinions, appraised prop- 
erty and appeared for the railroad in 
the courts of the old Eighth Judicial 
District and before the Supreme Court 
of the State of Illinois. 


Lincoln is one of many notable per- 
sonalities who have left indelible rec- 
ords in the annals of this railway system 
and of the nation which it serves. 
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Muncie; the meeting in March will be held in Richmond, and 
the meeting in May in Marion. The subject for the February 
meeting will be the “New Federal Motor Carrier Act.” The 
speaker will be H. A. Hollopeter, traffic manager of the Terre 
Haute Chamber of Commerce. The annual meeting will be 
held in January each year and the attendance of friends in- 
terested in traffic and transportation matters is desired. At 
monthly meetings the attendance of only such persons as may 
be particularly informed along subjects in which the club is 
interested and whose presence would be advantageous to it, 
and those connected with organizations engaged or proposing 
to engage in similar activities, is desired. In his remarks at 
the first annual dinner, January 8, Mr. Clark said the work 
the club proposed to do might not properly be compared to the 
work done in a classroom, though there was some similarity. 
He considered the fact would be appreciated that school work 
suffered on “Circus Day” and called attention to the fact that 
work such as the club expected to do could not be satisfac- 
torily performed in the atmosphere of a New Year’s Eve cele- 
bration. 





Carl R. Cunningham, the new president of the Traffic 
Club of Atlanta, was born on a farm in Pike County, Ga., and 
has spent practically his entire life to 
date in Atlanta. He first entered rail- 
road service as assistant clerk on the 
loss and damage claim desk at the old 
Peters Street freight station of the 
Southern Railway, serving for several 
years in various capacities, including 
night billing clerk, inbound revising 
clerk, and chief of outbound depart- 
ment. He was married in 1904. He 
resigned May 1, 1905, and became 
tariff clerk in the general freight office 
of the Southern Railway. After a few 
months he was made rate quotation 
clerk, which position he held until May 
1, 1906, when he resigned to become 
chief clerk to the division freight agent 
of the Nashville-Chattanooga and St. 
Louis Railway, which position he held until May 1, 1907, when 
he became assistant to George W. Forrester, then traffic man- 
ager for a group of forty cotton mills in South Carolina. With 
the general growth of the textile industry in the South, this 
office increased in importance and its clientele gradually ex- 
panded to embrace the membership of the North Carolina, 
South Carolina, and American Cotton Manufacturers’ associa- 
tions, which comprise a majority of the larger mills in the 
South. At the death of Mr. Forrester he was appointed as his 
successor, February 1, 1929, and still holds that position. 








The Transportation Club of Springfield, Ill., will hold 
a special Lincoln’s birthday dinner meeting at the Elks’ Club 
February 12. T. M. Hayes, assistant general manager, Wabash 
Railway, will be the speaker. The afternoon of the day of the 
meeting members of the club will make a pilgrimage to Lin- 
coln’s home and tomb. 


The annual dinner of the Traffic Club of New York will 
be held at the Hotel Commodore February 21. Hamilton Fish, 
Jr., representative from New York in Congress, will speak on 
“Have Faith in America.” Charles W. Braden is chairman 
of the committee in charge. The club will hold a mid-winter 
golfers’ luncheon at the Hotel Biltmore February 6, at which 
plans for the coming season will be discussed. A putting con- 
test will precede the luncheon. 


George Henry Warwick, representative in Congress from 
Idaho, will speak on “The Effect of the New Deal on Trans- 
portation” at the annual dinner of the Traffic Club of Balti- 
more at the Lord Baltimore Hotel February 4. Albert C. 
Ritchie, former governor of Maryland, will be toastmaster. 
E. A. Seidl, treasurer, Potts and Callahan Company, is chair- 
man of the dinner committee, and R. E. Dunn, vice-president, 
Baltimore Steam Packet Company, is vice-chairman. 

The Toledo Transportation Club will hold its annual ladies’ 
night at the Commodore Perry Hotel, February 3. Dinner 
will be served and there will be cards, dancing and a floor 
show. 





J. R. Rohrer, traffic agent, Texas department, Railway 
Express Agency, Houston, spoke on “The Express Service of 
Today” at a luncheon meeting of the Traffic and Foreign Trade 
Club of Galveston January 27 at the Jean Lafitte Hotel. The 
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club held the first of its schduled educational meetings Jan- 
uary 20 and will hold another February 10. 





D. M. Davies, traveler, just returned from Ethiopia, spoke 
on “The King, the Army and the Country” at a luncheon meet- 
ing of the Traffic Club of Minneapolis at the Nicollet Hotel 
January 30. 





The Twin City Women’s Traffic Club held its annual dance 
at the Nicollet Hotel, Minneapolis, February 1. 

The annual meeting and | election of officers of the Traffic 
Club of Philadelphia will be held at the Bellevue-Stratford 
Hotel February 10. 





Gilbert H. Alfriend, new president of the Richmond, Va., 
Traffic Club, was born in Albany, Ga., 
and was educated in the public and 
private schools of that city. He en- 
tered railroad service in 1902 as a bill- 
ing clerk in the Albany freight office 
of the Atlantic Coast Line and the 
Southern Railway. In the following 
ten years he was connected also with 
the Seaboard Air Line and the Atlanta, 
Birmingham and Coast in local freight 
offices, accounting departments and 
general freight offices. In 1912 he went 
with the Virginia-Carolina Chemical 
Corporation, Richmond, as a _ rate 
clerk. He was later made chief clerk 
and in 1926 appointed assistant traffic 
manager, which position he now holds. 
He has been active in the affairs of the Richmond club for 
many years. 








W. C. Kendall, chairman, car service division, Associa- 
tion of American Railroads, Washington, D. C., was the speaker 
at a dinner meeting of the Traffic Club of the Lehigh Valley 
at the Beth-Allen Casino, Bethlehem, Pa., January 20. J. N. 
Haines, general manager, Lehigh Valley Railroad, was toast- 
master. S. L. Harter, traffic manager, International Motor 
Company, Allentown, Pa., president of the club, presided. J. 
A. Tucker, traffic manager, Individual Drinking Cup Company, 
Easton, Pa., was elected secretary of the club to fill the un- 
expired term of W. F. Knecht, who resigned. 





Frank A. Watson, director of promotion and _ publicity, 
Texas Centennial Central Exposition, was the speaker at a 
luncheon meeting of the Traffic Club of Dallas at the Adolphus 
Hotel January 27. Fred E. Clarke, B. and O.-Alton lines, was 
the chairman of the committee in charge. 





C. A. Skog, newly elected president of the Traffic Club 
of Detroit, was installed in office at the annual dinner of the 
club at the Hotel Book-Cadillac Janu- 
ary 28. He began service with the 
railroads in 1907 as telegraph opera- 
tor for the Wisconsin Central. He 
became, successively, traffic employe 
of the Soo Line, at St. Paul, Minn., 
and of the Canadian Northern, at 
Winnepeg. He was appointed chief 
clerk in the division freight office of 
that line at Duluth in 1913 and be- 
came commercial agent at Minneapolis 
in 1916. A year later he was sent back 
to Duluth as division freight and pas- 
senger agent. In 1927 he was appointed 
assistant general freight agent, Grand 
Trunk-Canadian National, at Chicago. 
In 1929 he was transferred to Detroit 
as assistant general freight agent and 
in 1930 was appointed general freight agent, the position he 
now holds. H. J. Klingler, president and general manager, 
Pontiac Motor Company, was the speaker at the dinner. He 
said the automobile industry and the railroads were not s0 
much competitors as mutual helpers. “In the railroad, the 
motor car has not only a splendid neighbor but perhaps its 
greatest source of help,” he said. He said without the service 
rendered by the railroads in bringing in raw materials and 
shipping out the finished products the automobile industry 
could not have grown to anything like its present proportions. 
He deplored the “drive away” system of automobile delivery 
and said the industry was doing all it could to discourage the 
practice. His own company, he said, refused to release 4 
car for drive-away delivery to a point more than fifty miles 
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SOUTHERN RAILWAY SYSTEM 
and subsidiary lines announce, 
effective February Sth, UNIVER- 
SAL PICK-UP AND DELIVERY 
SERVICE on less than carload 
freight shipments. 


Where drayage service is 
performed by shipper or 
receiver, an allowance of 
$c per one hundred pounds 
will be made. 
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from the plant. As that practice became more obsolete, he 
added, the automobile industry would add considerable more 
traffic to the rails. His company, with a production of 1,800 
cars a day, he said, had a potential outbound rail movement 
of finished automobiles of 450 carloads. W. I. Nokely, traffic 
manager, Michigan Alkali Company, Wyandotte, Mich., was 
toastmaster. 





E. A. Read, rate expert, Coastwise Conference, spoke on 
“Pacific Coast Steamship Rates’ before the discussion group 
of the Oakland Traffic Club at the Athens Club January 23. 
Other subjects before the meeting for discussion were the 
value of the freight solicitor to shippers and carriers, tirap- 
car service in Eastbay, and marine insurance. 





John C. Townes, president, San Jacinto Centennial Asso- 
ciaton, spoke on the Texas centennial at a luncheon meet nz 
of the Traffic Club of Houston, at the Rice Hotel January 28. 
Gene Dullahan, Houston Chamber of Commerce, was in charge 
of the meeting. The annual dinner and dance of the club were 
held at the Rice Hotel January 25. 





Motion pictures of the construction and testing of Chevro- 
let automobiles were shown at a luncheon meeting of the 
San Antonio Traffic Club January 27. Announcement of the 
membership of the club’s new educational committee was made 
as follows: Chairman, R. V. Dover, traffic manager, San An- 
tonio Freight Bureau; George Crank, district freight agent, 
Pennsylvania Railroad, and M. M. Nuessle, commercial agent, 
Missouri Pacific. The club held a dinner dance at the Plaza 
Hotel February 1. 





The Women’s Traffic Club of Chicago held a card party in 
the rooms of the Traffic Club of Chicago, Palmer House, Feb- 
ruary 1. The next meeting of the club will be held February 
3. Marie Mayer, one of the Oberammergau passion players, 
will speak. 





The Birmingham Traffic and Transportation Club will hold 
a luncheon and business meeting at the Tutwiler Hotel Feb- 
ruary 6. Several proposed changes in the club’s by-laws will be 
considered and the nominating committee will make its re- 
port. Election of officers will take place February 18. 





Harold Tennison, illuminating engineer, Northern States 
Power Company, spoke on “Lighting for Seeing” at a luncheon 
meeting of the Transportation Club of Saint Paul at the Hotel 
Lowry January 28. 

The Transportation Club of Evansville, Ind., has ratified 
the resolution opposing the Wagner bill adopted at the Ind‘an- 
apolis meeting of the Assoc’ated Traffic Clubs of Amer‘ca. 





At the meeting of the Metropolitan Traffic Association of 
New York January 23 it was announced that the association 
would sponsor a debate on the pend'ng Pettingill b‘ll (H. R. 
3263) providing for the repeal of the long and short haul clause 
of the interstate commerce act. Teams will be picked from 
the membership to argue for and against the bill. The debate 
will be held February 27. Following the business meeting, 
E. J. Forster of the club’s traffic committee spoke on the latest 
developments in the transportation field, including the motor 
carrier act and store door and pick-up delivery. 

The annual dinner of the Traffic Club of Cleveland will 
be held at the Hotel Hollenden February 6. Instead of a 
formal speaker the after dinner period will include the pres- 
entation of a pageant observing the centennial of the city of 
Cleveland, prepared by Ganson Rose and Walter Logan under 
the direction of Lincoln Dickey, general manager, the Great 
Lakes Exposition. C. M. Groninger is chairman of the dinner 
committee. 


Ward L. Bishop, professor of economics, Lehigh University, 
will speak on “Current Transportation Problems” at a meet- 
ing of the Traffic Club of Newark at the Chamber of Commerce 
auditorium February 3. The subject to be discussed at the 
club’s traffic forum, at the Newark Athletic Club, February 10, 
is, “Regulation of Transportation.” W. R. Strickland, B. F. 
Flynn, Jr., and E. B. Johnson will lead the discuss‘on. 


The Transportation Club of Buffalo observed “sport night” 
January 25 by attending a hockey game between Pittsburgh 
and Buffalo at the Peace Bridge Arena, Ft. Erie, Ont. After 
the game a buffet supper was served at the Erie Downs Golf 
and Country Club. H. O. Bias was chairman of the commit- 
tee in charge of the affair. The club will hold a Valentine din- 
ner dance at the Park Lane Hotel February 11. 
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Personal Notes 





Leo Golden has been appointed general traffic manager 
for the Keeshin motor lines at Chicago. 

The Chicago, Burlington and Quincy has announced the 
following appointments: E. A. Tuttle, division freight agent, 
Aurora, Ill.; Hal D. Foster, traveling storekeeper, Chicago; 
O. A. Schultz, inspector of stores, Chicago; C. E. Swanson, 
storekeeper, Galesburg, Ill.; R. A. Schuff, storekeeper, Denver, 
Col.; G. J. Zimbleman, storekeeper, Lincoln, Neb. 

At the annual meeting of the New Jersey Merchand se 
Warehousemen’s Association at Newark January 23 the fol- 
lowing officers were elected: President, Mr. Regan, Metro- 
politan Warehouse; first vice-president, Mr. Northrup, Lacka- 
wanna Terminal Warehouse; second vice-president, Mr. Betts, 
Lincoln Tidewater Terminals; treasurer, Mr. Campbell, Camp- 
bell Stores; secretary, Mr. Jacobson, Essex Warehouse Com- 
pany; members of the board of directors, J. T. Buckley, Ho- 
boken Dock Company, and A. A. Lang, United States ‘resting 
Company. 

E. F. Rice has been appointed general freight agent for 
the Soo Line at Minneapolis; W. P. Tuller has been appointed 
assistant general freight agent at Minneapolis. 

N. E. Wilson, for fifteen years commercial agent for the 
Universal Carloading and Distributing Company at Detroit, 
died at his home in Detroit January 20. 

H. H. Clapp has been appointed traveling freight agent 
for the Virginian Railway at Charlotte, N. C. 


Thomas Wolfe, Jr., district traffic manager, United Air 
Lines, Chicago, has resigned to go into other business. 


Allen L. Shapin was elected president of the Railroad Club 
of Chicago at a meeting in the rooms of the Traffic Club of 
Chicago, Palmer House, January 22. Others elected were: 
Vice-president, William Ruty; secretary, Herbert Gabrielson; 
treasurer, Ray Biernat; advisor, R. R. Lock, and librarian, 
Robert Konsbruck. 

Captain John C. Follett, one of the masters of the Amer- 
ican Hawai‘an Steamship Company, died at Berkeley, Cal., Jan- 
uary 28. He was chief officer on the Hyades in 1900 when that 
vessel brought the first cargo from Brooklyn to San Fran- 
cisco for the American-Hawaiian company. 

The Atlantic Coast Line has announced the following ap- 
pointments: R. F. Robinson, traveling tariff inspector, Sumter, 
S. C.; J. R. McLendon, commercial agent, Greenville, S. C.; 
T. V. Walsh, Jr., commercial agent, Sumter, S. C.; J. H. Foard, 
traveling freight agent, Atlanta, Ga.; A. L. Bone, sol citing 
freight agent, Atlanta, Ga. } 


Vic Shaffenburg, traffic manager, Myles Salt Company, 
was reelected chairman of the New Orleans Joint Traffic 
Bureau. H. G. Safford was reelected vice-chairman and H. 
Hickerson, secretary-treasurer. E. H. Thornton will continue 
as general manager with C. A. Mitchell and J. H. Raumann, Jr., 
as his assistants. 

} I. E. Roark has been appointed traveling freight agent 
for the C. M. St. P. & P. at San Francisco. R. B. Armis has 
been appointed traveling freight agent at Los Angeies. 


Paul J. Garges has been appointed chief clerk to the gen- 
eral manager, Pennsylvania Railroad, at Chicago. 

All officers of the American Bureau of Shipping were re- 
elected at the annual meeting of the bureau in New York 
January 28. They were: president, J. Lewis Luckenbach; vice- 
president and treasurer, G. P. Taylor; honorary vice-president, 
Frank G. Macomber; secretary, J. W. Cantillon. Roger D. Lap- 
ham, president of the American-Hawaiian Line, was elected 
to the board of managers. 


I. C. C. PRACTITIONERS 

The following have been admitted to practice before the 
Commission: Charles J. Brandt, Washington, D. C.; Ralph C. 
Busser, Jr., Philadelphia, Pa.; G. Raymond Dougherty, San 
Francisco, Calif.; Harve M. Duggins, Knoxville, Tenn.; Brosia 
E. Estes, Roanoke, Va.; William Gordon, Boston, Mass.; Ralph 
Horween, Chicago, Ill.; David S. Hecht, New York, N. Y.; 
Nathaniel Katz, New York, N. Y.; Howard S. LeRoy, Wash- 
ington, D. C.; Samuel A. McCain, Washington, D. C.; Robert H. 
McRoberts, St. Louis, Mo.; Samuel H. Moerman, Washington, 
D. C.; William H. Peal, New York, N. Y.; Wilbur H. Royster, 
Raleigh, N. C.; Kalman S. Schindel, New York, N. Y.; Henr'- 
etta M. Schumm, New York, N. Y.; Walter R. Stankey, Chicago, 
Ill.; Raymond E. Stefferson, New York, N. Y.; Jacob Weiss, 
Indianapolis, Ind.; Francis B. Yetsavage, New York, N. Y. 
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It has increased our business capacity 32°/> 


(From Edison Records of the knows that it’s done. All work 
World's Business) moves! 
Investigation proved that 
This 32% increase in business men dictate 21/, times as fast to 
capacity is attested to, and ex- the Ediphone as under the old 
plained, by an officer of one method—with less effort! And, 
of America’s best known Life secretaries gain a commen- 
Insurance companies! surate speed in transcribing — 
Pro-technicEdiphones pro- with less effort! Speed, Action 
vide each of this company’s and Time Selection account 
dictators with a means of dic- for the 32% increase in this or- 
tating at amy time. Whenever  ganization’s business capacity. 
letters have to be answered Your firm’s business capac- 
. whenever memoranda or ity can be increased too—from 
information resulting fromcon- 20% to 50%. Get the proof! 
ferences, interviews, or tele- See the new Pro-technic Edi- 
phone calls have tobe recorded phone. It’s entirely different — 
. each man completely 
simply turns to modern. 


his “electrical Telephone The 
24-hour secre- Jno: Ediphone, 
tary”... and Your City, or 
voice - writes. F rH write direct to 
He thinks once, be 
writes once, at ip one 


once—and then 


Increase your profits with the Nsw Ediphons. 
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RAIL PASSENGER SERVICE 


Editor The Traffic World: 

While I have no desire to continue the discussion of the 
question presented in your editorial in The Traffic World of 
January 4, I would like to take this occasion to say that 
your comments were constructive and have no doubt caused 
many of the railroad officials to give the subject very serious 
consideration. That is certainly true so far as the New York 
Central System is concerned. 

In this connection I wish to point out that during the period 
December 20 to January 13, inclusive (knownas our “Christmas- 
New Year holiday travel peak”), the New York Central Sys- 
tem operated into and out of Chicago extra sections of regular 
trains, 187 eastbound, 176 westbound, total in both directions 
363. This additional service was performed in order to take 
care of the holiday travel. 

In advance of this movement we undertook to anticipate 
the volume of business and estimated our requirements covering 
additional equipment, additional trains, in order that we might 
be prepared to meet the contingencies as they arose from day 
to day, and I am happy to report that, with the exception of 
one or two days, there was very little delay and our regular 
trains and the extra sections operated practically on time. 

D. M. Bowman, Passenger Traffic Manager, 
New York Central Railroad Co. 
Chicago, Jan. 22, 1936. 


TRANSPORTATION EXPENSE 


Editor The Traffic World: 

Mr. J. O. Schurtz’ letter on “Transportation Expense” in 
the Traffic World January 25 found agreement in his views 
on the railroads’ petition for continuation of the emergency 
surcharges as compensation for the performance of pick-up 
and store door delivery services, which at this time give indi- 
cation of unavoidable and early universal application. 

An important angle, however, which deserves considera- 
tion, has not been discussed. L. C. L. freight movements in 
1934, according to the 1935 edition of “A Yearbook of Rail- 
road Information,” was only 1.9 per cent of 1934 “originat- 
ing tonnage” (page 23). 

If the railroads are anticipating the revenue from the 
continuation of emergency charges as compensation for their 
pick-up and delivery services, they certainly are imposing an 
unwarranted and unfair burden upon the remaining 98 per 
cent or fraction thereof, composed of carload shippers whos? 
movements and products are subject to the provisions of pres- 
ent emergency charge tariffs. 

This is not an attempt to put a motive for the carriers’ 
action into being, but, in view of a certain amount of logic 
(which will be refuted by carriers) it becomes an angle to 
which not only the I. C. C., but the majority, who will be sub- 
jected to this imposition of charges, which (according to rail- 
road publicity) benefits a minority (in an endeavor to meet 
a competition which has not as yet reached a point of attrac- 
tion to carload movements in general) should give considera- 
tion. 

E. Mason, Jr., Traffic Department, 
New York, Jan. 29, 1936. John M. Hart Co., Inc. 


THE FREEBODY PLAN 


Editor The Traffic World: 
I have just had a brainstorm. Out of it I have evolved 
an idea or plan, which to posterity must be known as the 
“Freebody Plan.” This is all I ask, because, like the good 
dentist who gave to the world a simple desensitizer for use 
in dentistry, I give my idea gratis to the railroads, the con- 
crete mixers, the truck manufacturers et al. Here it is: 

The railroads should fill in their tracks or rights of way 
with concrete and cement or what have you, make speed- 
ways of them, and operate streamlined busses and trucks 
over them, dropping off their passengers and freight at their 
regularly established stations. Just think, a speedway of 
their own, with their own repair shops and gas stations placed 
at strategic points. What a harvest! And then think how 
the public would be spared the sight of those homely, slow- 
moving box cars. 

Pick-up and store door delivery would be made by small 
truck units. 

What a brilliant idea! It wouldn’t be surprising if your 
office boy lived to see the fruition of this plan. 

Frank Freebody, Traffic Manager, 
Liggett Drug Co., Inc. 

P. S.: Oh, yes, veto the name of the plan if some smart 
chap has beaten me to it—give him credit. 

New York, Jan. 28, 1936. 








the 
cip 


clu 
res 
for 
res 
thai 


Met: 


Star 


San 


Wier 


Nati 


Meac 
Mitc! 
Grea 


India 


No. 5 


of the 
orld of 
iy that 
caused 
serious 
w York 


» period 
‘istmas- 
al Sys- 
regular 
rections 
to take 


iticipate 
-overing 
e might 
‘om day 
ption of 
regular 
ime. 

ger, 

‘oad Co. 


ense” in 
is views 
1ergency 
pick-up 
‘ive indi- 
. 
onsidera- 
ments in 
of Rail- 
originat- 


from the 
for their 
yOSIng ar 
g 98 per 
rs whos? 
s of pres- 


carriers’ 
t of logic 
angle to 
ll be sub- 
ig to rail- 
r to meet 
of attrac- 
considera- 


ment, 
D., ane. 


ye evolved 
wn as the 
_ the good 
er for use 
3, the con- 
it is: 

nts of way 
ake speed- 
ind _ trucks 
ht at their 
eedway of 
ions placed 
think how 
nely, slow- 


le by small 
ing if your 
anager, 


Co., Inc. 
ome smart 


Febru 1, 1936 





The Traffic World rae 


Guide to Merchandise and Cold Storage 
Warehouses in Key Distribution Areas 


(Published monthly in the first issue of each calendar month) 


This Guide has been designed to provide traffic and sales 


Symbols and Abbreviations: Copy has been kept free 


managers with conveniently organized information about from any except standard abbreviations. Four symbols are 


the merchandise and cold storage warehouses in the prin- 
cipal distribution centers of the country. 


Admission of an advertiser to this Guide means: 


1. That the company operates a warehouse that 
specializes in serving the needs of large industrial 


shippers. 


2. That the information is up-to-date—provision has 
been made for the correction of data each month. 


used to indicate types of warehousing facilities: 


¥*& Merchandise warehouse 


O Cold storage warehouse 


€3 Both a cold storage and merchandise warehouse 


D Water dock facilities 


Insurance rates: The rate shown is the lowest charge 


3. Thatall Advertisers have been rigidly investigated. per $100 per year—1007 coverage unless otherwise specified. 


While every reasonable precaution has been taken—in- 
cluding the checking of bank and other references—to 
restrict the advertisers in this Guide to companies known 


for their integrity, THE TRAFFIC WORLD assumes no 


Floor Load: Data indicates range of weight capacities 
in pounds per square foot. 


Map of Key Distribution Areas: This Guide has been 
designed to serve as a basic source of data to be used in 


responsibility for dealings or service. Jt requests, however, connection with THE TRAFFIC WORLD Distribution 


that unsatisfactory experiences, should they arise, be reported. - 


CALIFORNIA 


Los Angeles—Page 2 


Metropolitan Warehouse Co. 
Overland Terminal Warehouse Co. 
Star Truck & Warehouse Co. 


San Francisco—Page 2 
San Francisco Warehouse Co. 


FLORIDA 


Jacksonville—Page 2 
Wiesenfeld Warehouse Co. 


ILLINOIS 


Chicago—Pages 2-3 


Anchor Storage Co. 
Central Storage & Forwarding Co. 
tooks Terminal Warehouses 
Currier-Lee Warehouse Co. 
The Midland Warehouse & Transfer Co. 
th Pier Terminal Co. 
ilway Terminal & Warehouse Co. 


East St. Louis—Page 3 


Mississippi Avenue Warehouses 
Peoria—Page 3 


National Warehouse Co. 


INDIANA 


Evansville—Page 4 
Mead Johnson Terminal Corp. 


Fort Wayne—Page 4 
Mitchell Sales & Storage, Inc. 

Hammond—Page 4 
Great Lakes Warehouse Corp. 

Indianapolis—Page 4 
Indiana Terminal & Refrigerating Co. 


Map which is now in process of preparation. 


INDEX 


Page Numbers shown below relate to ‘‘Guide Pages’’ 


IOWA 


Mason City—Page 4 
Mason City Warehouse Corp. 


Sioux City—Page 4 
Bekins Van & Storage Co. 


LOUISIANA 
New Orleans—Page 4 


Commercial Terminal Warehouse Co. 


MICHIGAN 
Detroit—Page 4 


Commercial Warehouse 


Grand Rapids—Page 4 


Columbian Storage & Transfer Co. 


MINNESOTA 


Minneapolis—Page 4 
Kedney Warehouse Co. 
*Minneapolis Terminal Warehouse Co. 


St. Paul 


*St. Paul Terminal Warehouse Co. 


. MISSOURI 


Kansas City—Page 4 
Central Storage Co. 
Crooks Terminal Warehouses. 


St. Louis—Page 4 
S. N. Long Warehouse 


NEW JERSEY 
Newark 


*Lehigh Warehouse & Transportation Co., Inc. 


NEW YORK 
New York—Page 5 


Lehigh Harlem River Terminal Warehouse, Inc. 


Rochester—Page 5 


Rochester Ice & Cold Storage Utilities, Inc. 


OHIO 
Cleveland—Page 5 


*Greeley-General Warehouse Co. 
National Terminals Corporation. 


OREGON 
Portland—Page 5 
Colonial Warehouse & Transfer Co. 


Holman Transfer Co. 
Manning Warehouse & Transfer Co. 


TEXAS 
Forth Worth—Page 5 
‘Bexas & Pacific Terminal Warehouse Co. 


Houston 
*Houston Central Warehouse Co. 


UTAH 
. Ogden—Page 6 
Western Gateway Storage Co. 
Salt Lake City—Page 6 


Dooly Terminal Warehouse. 
Security Storage & Commission Co. 


WASHINGTON 


Seattle—Page 6 
Olympic Warehouse & Cold Storage Co. 


United Warehouse Co. 
WEST VIRGINIA 


Huntington—Page 6 
Huntington Warehouse Corp. 


WISCONSIN 
Milwaukee—Page 6 


Hansen Storage Co. 
National Terminals Corp. 


*Copy for companies marked with a star will start in the March 7th issue of the Warehouse Guide. 
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LOS ANGELES, CALIF. 
Metropolitan Warehouse Company 


Established 1924 
H. B. Safford 1340-56 East Sixth St. 
President (Tel.—Trinity 9861) 
FACILITIES—270,000 sq. ft.;  Fiaspees. pias 


concrete const.; Sprinkler s ° wa 
o. Ins. rate, 10.7. Siding on A. T. & S 

Ry: ; capacity, 18 cars; free switching. Motor truck 
platform: capacity, 26 trucks; sheltered. 


Incorporated 


SERVICE FEATURES—Bonded: U. S. Customs. 
Pool car distributors. Motor transport service 
available. Space for lease: Storage; ce. 


REPRESENTED BY—Allied Distribution, Inc. 


LOS ANGELES, CALIF. 
Overland Terminal Warehouse Company 


Established 1931 Incorporated 


Gordon Ross 1807 E. Olympic Blvd. 
Associate Manager (Tel.—Trinity 1146) 
FACILITIES—426,393 sq. ft.; Fireproof, steel and 
concrete const.; Floor load, 250 Ibs.; Sprink. sys.; 
~ D. T. Ins. rate, 10.8c. Siding on Un. Pac.; 

. 25 cars; free switching of competitive traffic. 
SE RVICE FEATURES—Bonded: U. ustoms. 
Pool car dist. Motor ives rt service. Cool 
ms—cheese, dates, nuts (32-40°); other com- 
modities at 41° up. Candy storage. 
Watch Display Advertisements on Back Covers! 


LOS ANGELES, CALIF. 
Star Truck & Warehouse Company 


Established 1893 


H. Halverson 1855 Industrial St. 
Manager (Tel.—Mutual 9141) 


FACILITIES—250,000 sq. ft.; ay roof, reinfd. con- 
crete const.; Floor load, 250- ; Sprink. sys.; 
a Gh. Bs pane. Ins. a "11.Je (90%). 
Siding on A. T. & S. F.; cap., 15 cars; free switch. 
SERVICE FEATURES Licensed, Calif. R. R. 
m. Pool car dist.; Motor term. Very cool 
basement for candy, etc. Specialize in drugs, 
toiletries, canned goods, electrical appliances. 


REPRESENTED BY—Distribution Service, Inc. 


Incorporated 


SAN FRANCISCO, CALIF. 
San Francisco Warehouse Company 


‘ Incorporated 
H F. Hill 
enry F; Hiller Wo oe Third St. 


FACILITIES—(1) Security Warehouses. Spear 
& Folsom Sts.; (2) Continental Warehouses. 
625 Third St.; (3) Golden Gate Warehouses. 
900-40 Battery St.—325,000 sq. ft.; Slow burning, 
mill and brick construc.; Elec. fire detection sys. 
Ins. rate: 26c Fumigation. Sidings. 


SERVICE FEATURES—Bonded. Pool car dist. 
Motor service. Space for lease. Liquor storage. 


REPRESENTED BY—Distribution Service, Inc. 


JACKSONVILLE, FLA. 
Wiesenfeld Warehouse Co. 


Established 1910 
Henry Wiesenfeld Foot of Newman Si. 
Owner & Manager * (Telephone 5-1852 


FACILITIES—36,000 sq. ft.; Slow burning, iron 
clad pier mill const.; Floor load, 200-250 Ibs. ; prink. 
sys.; Partial watch. service. Ins. rate $1.14. Siding 
on St. Johns River Term. (Sou. Ry.); cap., 5 cars; 
Free switch. rail and water lines. 

SERVICE FEATURES—Pool car dist. Motor 
transport service. Space for lease. Any service, 
except selling, available. : a in pense of city. 
ASSOCIATIONS: A. W. . (Mdse 


Monthly Corrections Mean 
Up-to-date Facts 


A system which provides for the monthly 
correction of the information furnished in 
this Guide assures shippers of dependable 
data at all times. 


CHICAGO, ILL. 
Anchor Storage Co. 


Established 1932 ye D 


Harry F. Partridge 219 E. North Water St. 
Vice-President (Tel.—Delaware 6554) 


Incorporated 


FACILITIES—Property leased: 220,000 sq. ft.; 
Slow burning, heavy mill construction; Floor load, 
250-400 lbs.; Sprinkler system and private watchman. 
Insurance rate, 13.5c. Siding on Chicago and 
North Western R. R.; capacity, 10 cars; free switch- 
ing all lines. Motor Truck Platform: capacity, 40 
trucks; sheltered. Water dock: length, 300 ft.; 
draft, 21 ft. 


SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car distributors. Space for lease: 
Storage; Office. Cargo storage. Stevedoring. 

REPRESENTED BY—Distribution Service, Inc., 
New York, 100 Broad St. (Tel. Bowling Green 


9-0986); San Francisco, 627 Third St. (Tel. Sutter 
3461). 


ASSOCIATIONS—A. W. A. (Mdse.); Ill. Asso. 
Mdse. Whsmn. 


CHICAGO, ILL. 


Central Storage & 
Forwarding Company 


Established 1919 * Incorporated 


T. R. Sorensen 


Vice-President 


H. F. Pratt 


Manager 


2001 W. Pershing Road 


(Tel.— Lafayette 5628) 


Facilities 
Property leased; | ,352,000 sq. ft.; Fireproof, 
brick and concrete construction; Floor load, 
250-350 lbs.; Sprinkler system. Insurance 
rate, |6c. Siding on Chicago Junction; 
capacity, 35 cars; free switching all lines. 
Truck platform: capacity, 30 trucks; 
sheltered. 
Service Features 


Bonded: State. Pool car distributors. 
Motor transport service. Chicago Junc- 
tion Ry., Union Freight Station under 
same roof, provides fast shipment service 
without transfer or cartage expense. Space 
for lease: storage; office; light manufac- 
turing. 
Associations 


A. W. A. (Mdse); Ill. Asso. Mdse. Whsmn. 


Location 


Less than a mile from geographic and popu- 
lation centers of Chicago. 


CHICAGO, ILL. 


Crooks Terminal Warehouses 
Established 1913 * D Incorporated 


M. V. Kolly 5967 W. Sixty-fifth St. 
Vice Pres. (Tel.—Republic 3700) 
FACILITIES—South Side Warehouses, 5817-5967 
W. 65th St. (especially adapted to in-transit stor- 
age): 350,000 sq. ft.; Brick, mill and concrete const.; 

loor load, 200-500 ibs. : Sprink. sys.; Ins. rate, | 4c. 
Siding on Belt Ry. of Chi.; ; capacity, 60 cars; direct 
rail with own So. Chicago dock. 
Downtown Warehouse, 417-39 W. R += * 
(directly opposite main post office); 
Brick and reinforced concrete const.; Floss load, 306 
Ins. rate, 40c. Siding on C. B. & Q.; lhe 
75 cars. Tunnel connection. 50 truck loading doors. 
ro gee 14th Place Warehouse, 429-49 W. 
14th Pl. (adjacent to downtown district): 90,000 
ft.; Brick and reinforced concrete const.; Floor load, 
300 Ibs. Ins. rate, 40c. Siding on C. B.&Q 
capacity, 8 cars. 
South Chicago Waterfront Wenetaemned, pe 
St. and Calumet River—West Bank: 
fs prs const.; Floor load, 250 lbs. Siding” on Belt 
Sy of Chi.; capacity, 50 cars. Water Dock: Length, 
1500 ft.; draft, 20 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car distributors.‘ Motor transport 
service available. ge service. Equipment 
for handling ane, pe of vessel or barge, plus 
storage facilities. L trap car service and tank 
car storage 
ee 
Watch Display Advertisements on Back Covers! 


CHICAGO, ILL. 


Currier-Lee 


Warehouse Company 
Established 1913 
E. M. Lee 427-473 W. Erie St. 

President (Tel.—Superior 9066 

FACILITIES—6 buildings; 2 owned; 4 
leased; 427-473 W. Erie St., 290,000 sa. ft.; 
363-371 W. Erie St., 96,400 sq. ft.—Total, 
386,400 sq. ft. Slow burning, heavy joist 
const.; Floor load, 250 lbs.; Sprinkler sys.; 
Watchmen. Fumigation. Ins. rate, 19c. 
Sidings on Chi., Mil., St. Paul & Pac., 
capacity 21 cars; free switching all lines. 


Motor truck platform: Capacity, 18 
trucks; Sheltered. 


SERVICE FEATURES — Bonded: Li- 
censed, U. S. Whs. Act; U. S. Customs; 
State. Pool car distributors. Motor 
freight terminal—Own and operate equip- 
ment for local trucking. Space for lease: 
Storage; Office. Financial service. Spe- 
cialize in food products; cool rooms, etc. 
ASSOCIATIONS—A. W. A. (Mdse); Ill. 
Asso. Mdse. Whsmn. 


Incorporated 


A Real Check List 
of Basic Data 


THE TRAFFIC WORLD Warehouse 
Guide was designed in co-operation with 
representative shippers to provide concisely 
and briefly the facts most frequently wanted 
by those whose responsibility it is to select 
warehousing services. Im a glance it is 
possible to determine which companies have 
facilities best suited to serve special require- 
ments. 
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CHICAGO, ILL. 


The Midland Warehouse 
& Transfer Company 


Established 1906 7 Incorporated 


1500 South Western Avenue 


(Telephone—Canal 6811) 


Elmer Erickson 


Vice-President and General Manager 





Facilities 


1500 S. Western Ave.—570,000 
sq. ft. Fireproof, concrete and steel 


const. Floor load, 150-400 lbs. 
1929 W. 43rd St.—132,000 sq. ft. 


Fireproof, brick and mill const. 


Floor load, 180-400 Ibs. 
1534 S. Western Ave.—67,000 sq. 


ft. Fireproof, brick and mill const. 


Floor load, 250-400 lbs. 


Very low insurance rates: Old 
line, 14c; Mutuals as low as 4c. 


A. D. T. watch service. All units 
fully protected by automatic sprin- 
klers and private watchmen. 


Direct connection with all rail- 
roads entering and leaving Chicago 
—sidings on Chicago Junction Ry. 
—40 car capacity. 


Motor truck platforms, part shel- 
tered, with doors for 79 trucks. 


Service Features 
Bonded: U. S. Customs; State; 


Privately. Pool car distributors. 
Motor transport service. Storage 
and Office Space for lease. 

In and Out-bound L. C. L. freight 
station on the premises eliminates 
trap car, tunnel and cartage service 
and charges 


Represented by 


American Chain of Warehouses, Inc. 


New York: J. W. Terreforte, 250 Park Ave. 
(Tel.—Plaza 3-1235) 


Chicago: W.H. Eddy, 53 W. Jackson Blvd. 
(Tel.—Harrison 1496) 


Associations 


American Warehousemen’s Asso., 


Ill. Asso. of Mdse. Warehousemen. 


~~ Guide to Merchandise and Cold Storage Warehouses 
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ILLINOIS 


CHICAGO, ILL. 








py EAST ST. LOUIS, ILL. 


Mississippi Avenue Warehouses 

Of the St. Louis Cotton Compress Co. 
Established 1873 
E. W. Stimble 


Operating Manager 


Railway Terminal 
& Warehouse Co. 
Established 1909 * 
H. W. Verrall 


Vice-President 


Incorporated 


P. O. Box 26 
(Tel.—Bridge 6791) 


FACILITIES—1401 Mississippi Ave. Property 
owned; 360,000 sq. ft. (80, sq. ft. leased to 
tenants); Slow burning, brick and oqmerety const.; 
Floor load, unlimited; 3 nas oye; A.D. T. Ins. 
rate, 10c. Siding on Ferm "Asso.; capacity, 
50 cars; free switching all pay La Motor truck 
platform: capacity, 20 trucks; sheltered. 


OTHER FACILITIES—We also own brick, semi- 

ment, non-fireproof and non-sprinklered_build- 
ing suitable for low value, non-risk commodities— 
also bonded to state—with acreage for sale or lease. 


SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car distributors. Motor transport 
service available; motor freight terminal. Space for 
lease: Storage; Office. Liquor and wines: Special 
storage vaults. Warm rooms for ‘“‘non-freezable” 
commodities. Lead and zinc: Licensed for storage 
by Commodity Exchange of New York. Special 
facilities for handling bulk and linters, sisal, canned 
goods, etc. for distribution or storage in transit. 
ASSOCIATIONS—Cent. Whsmn’s Asso. of IIl. 
“AN INQUIRY IS NOT AN OBLIGATION’’— 
Our warehouse is the largest one floor merchandise 
warehouse (inland) in the country. Low cost 
operation and low rates. 


Incorporated 


444 W. Grand Ave. 
(Tel.—Whitehall 6580) 




















Facilities 
538-564 Kingsbury St.: 293,000 
sq. ft. Fireproof (in part), balance 
slow-burning, brick and laminated 
mill const.; Floor load, 300 Ibs. 
Sprinkler sys.; A. D. T.; Watch- 
men. Insurance rate, 16.2c. 
Fumigation. Siding on Chi., 
Mil., St. Paul & Pac.; Capacity, 6 
cars; Merchants’ Lighterage. 
Chicago Tunnel station. Motor 
truck platform: Capacity, 25 
trucks. Water dock: Boats to 420 ft. 


Service Features 
Bonded: U. S. Customs; State. 


Pool car distributors. Motor 
transport service: company owned 
and operated equipment. Con- 
tainer service. Space for lease: 


Storage; Office. 


Affiliated Warehouses 


Chicago, Ontario Warehouse Co.; 
Boston, North Station Industrial 
Bldg., Inc. 






















PEORIA, ILL. 
National Warehouse Co. 


Established 1920 Incorporated 


A. J. Thieme 1321-35 S. Washington St. 
Manager ( Tel.—4-3884) 

FACILITIES—Property owned; 65,000 sq. ft.; 
Fireproof, steel, concrete & brick const.; Floor load, 
250 \Ibs.; Sprinkler sys.; Watchman. Ins. rate, 
15.6c (90%). Siding on C. B. & Q. R. R.; cap., 
6 cars; free switch. all lines. 

SERVICE FEATURES—Bonded: State. Pool car 
dist. (shipments handled by rail, motor or water). 
Motor service available; truck terminal in building. 
Space for lease: Storage; Office. 


CHICAGO, ILL. 


North Pier Terminal Co. 
589 E. Illinois St. 


(Tel.—Superior 5606) 


W. W. Huggett *D 


Vice Pres. and Gen. Mgr. 


















S. T. Heffner 


Manager, Rates and Leases 
Distinctive Location 

365-589 East Illinois St.—Three blocks east of Tribune Tower and 

Michigan Blvd. bridge—ten minutes from the Loop. New Outer Drive 

Boulevard cuts through center of building and provides frontage for attrac- 

tive offices with address 445 Lake Shore Drive. 


Description and Facilities 
1,500,000 sq. ft., mill and brick construction, sprinklered. Insurance rate 
18c. Floor load maximum 335 lbs. C. & N. W. R. R., capacity 120 cars; 
Free Switching all lines. Motor Truck platform, capacity 60 trucks. 
Dock, 1600 feet on private slip. Additional buildings and dock at mouth 
of Chicago River. River Barge Terminal at Western Avenue. East 
Chicago Dock Terminal to serve growing demand for bulk cargo. 
Service Features 
General Storage of merchandise for spot stocks. Storage in transit. 
Pool Car distribution. Railway, motor truck and boat terminal. Direct 
Tunnel connection with all Railroads, eliminating cartage expense. 
Bonded for U. S. Internal Revenue and Customs, also State. Stevedor- 
ing. Direct Boat Service from Europe, South America and Atlantic 
coast. Barge service to New Orleans for Pacific and Gulf coasts. 
Rentals 
Space Leased for Offices, Storage and Light Manufacturing, in modern 
building; 34 elevators; 78 unloading doors; 8 loading platforms. Restau- 
rants and Telegraph Office in building. Free Parking. Three car lines. 
Represented by 

Cleveland—National Terminals Corp. Toledo—National Terminals Corp. 
Indianapolis—Indiana Term. & Refrig. Co. New York office—25 Beaver St.; 


Milwaukee—National Terminals Corp. Phone, Hanover 2-1172. 
Members: A.W.A.; Illinois Association of Merchandise Warehousemen. 
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EVANSVILLE, IND. 
Mead Johnson Terminal Corporation 


“WHERE WATERWAY—RAILWAY—HIGHWAY MEET” 
Established 1930 * D Incorporated 


J. D. Beeler 1830 West Ohio St. 
Vice Pres. & Gen. Mgr. (Tel.—Dial 7152) 


FACILITIES—Property owned; 90,000 sq. ft.; Fire- 
ae brick-steel-concrete const.; Floor load, no 
imit; Sprink. sys.; A.D. T. Insurance rate, 19.\c. 
Sidings on C. & E. I. and L. & N.; free switch., 
all lines. Water Dock: Length, 800 ft.; draft, 9 ft. 
SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool Car dist. Motor freight terminal. 
REPRESENTED BY—Allied Distribution, Inc. 























MASON CITY, IOWA 
Mason City Warehouse Corp. 


Established 1930 > 4 Incorporated 


F. D. Pearce 600 S.W. Fourth St. 
Sec.-Treas. (Telephone—4000) 


FACILITIES—25,000 sq. ft.; Fireproof, steel-con- 
crete-brick const.; oat load, 600 as Watchmen. 
Ins. rate, 18.32c (90%). Sidings on Chi. & N. W. 
and Chi. R. I. & Pac.; capacity 50 cars; free switch- 
ing all lines. POOL C ee lete distribution 
service, city and territory. OTOR FREIGHT 
TERMINAL — serving radius v 100 miles, open all 
hours the year around. 


MEMBER—A. . (Mdse.); M. W. W. & T. 














MINNEAPOLIS, MINN." 
Kedney Warehouse Co. 


Established 1911 ae Incorporated 


C. Geo. Gohlke 617 Washington Ave., No. 
Vice-President (Tel.—GEneva 5325) 
FACILITIES—180,000 sq. ft.; Fireproof, reinforced 
concrete const.; Floor load, 250 Ibs. A.D.T. and 
watchmen. Ins. pate, : 25c (90%). Sidings on G.N. 
and C.B.&Q.R. Rs.; city, 8 cars; free switching. 

Warehouses also in St. aq Grand Forks. 
SERVICE FEATURES—Pool car distributors. 
Motor freight term. Local cartage service. 
REPRESENTED BY—Allied Distribution, Inc. 
ASSOCIATIONS—A.W.A. (Mdse.); Minn. W.A. 















pa————SIOUX CITY, IOWA 
Bekins Van & Storage Co. 


Established 1890 : + Incorporated 


Paul Bekins 202-10 Court St. 
Manager (Tel.— 83561) 
FACILITIES—100,000 sq. ft.; Mill const.; Floor 
load, 200-400 Ibs. Sprink. sys.; A. D. T. Ins. 
rate, 19.8c. Siding: cap. 10 cars; Direct connec- 
tion, all rail lines. Sheltered motor truck plat.; 
SERVICE FEATURES — Pool car distributors. 

Motor transport service. ace for lease. 
AFFILIATED an —Omaha, Bekins 


Van & Stor: 
ASSOCIATION. A. W. A. (Mdse.) 


FORT WAYNE, IND. 
Mitchell Sales & Storage, Inc. 


Established 1924 


J. R. Mitchell % 435 E. Brackenridge 
Pres. & Treas. (Tels.—A-1425 or A-1426) 


FACILITIES—Property owned: 15,600 sq. ft.; 
Fireproof, reinforced concrete const.; Floor load, 
250-1200 Ibs. ; Ngee a Ins. rate, 40.lc. Siding 
on Penn. R. 4 cars. 

SERVICE FEATURES Bonde furnished as re- 
uired; Pool car dist.; Motor freight term. 
RANCH OFFICE SERVICE—We specialize in 

distribution of nationally advertised merchandise. 

ASSOCIATION—Indiana Warehousemen's. 





KANSAS CITY, MO. 






































Central Storage Company 


Established 1880 * Incorporated 


Charles C. Daniel, Jr. 1422 St. Louis Ave. 
Secretary (Tel.—VIctor 3268) 


FACILITIES—1422-28 St. Louis Ave.—2 buildings: 
87,742 sq. ft.; Slow burning, brick-heavy mill const.; 
Floor load, 250 lbs. Sprinkler sys.; M. D. T. Elec. 
Supervisory Sys.; Private watchmen. Insurance 
rate, 17.2c. Sidings on Mo. Pac.; capacity, 8 cars; 
Free switching, all lines. Sheltered motor truck 
platform. 


SERVICE FEATURES—Bonded: State. Em- 
loyees bonded. Pooi car distributors. Motor 
freight terminal and transport service: Company 
owned and operated cartage equipment—railroad 
contract-haulers of free pick-up and delivery frei, ~ 
Space for lease: Storage; Office. Branch o 
service. 


REPRESENTED BY—Distribution Service, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.) 


KANSAS CITY’S oldest warehouse in service—since 
1880, over 55 years. We have from the first con- 
tinually improved our facilities and service to meet the 
requirements of ever changing distribution problems. 
Located midway between the business districts of 
both Kansas Cities, in the heart of the freight house 
and truck terminal! district, nearest to the Municipal 


Wharf, served by the Federal Barge Lines. 








































HAMMOND, IND. 
Great Lakes Warehouse Corporation 


General Merchandise—Storage and Distribution 


ish 9 

Ectabiiched 8922 We 95s tae 3708) 
E. C. Faure Plummer Ave. & State Line St. 

{Manager SF ( Tel.—Chicago—Ent. 2200) 
FACILITIES—150,000 sq. ft.; Fireproof, concrete- 
steel-brick const. Siding on IHB RR; located 
within Chicago switching district; cap., 50 cars. 
Transit privileges. CUSTOM CLEANING PLANT 
for conditioning seeds, beans and similar products. 
SERVICE FEATURES—Motor term. on prem- 
ises—hourly del. to Metro. Chicago and suburbs. 
ASSOCIATION—Indiana Warehousemen’s. 


NEW ORLEANS, LA. 


Commercial Terminal Warehouse Co. 
Established 1925 * Incorporated 


E. B. Fontaine 404 N. Peters St. 
President (Tel.—Main 7700) 


FACILITIES—100,000 sq. ft.; Slow burning, heavy 
brick and mill const.; Floor load, 250 Ibs.; Sprink. 
sys.; Watchmen; Ins. rate, 37c. Siding on So. Pac. 
SERVICE FEATURES—Bonded: U. S. <usteaise 
State. Pool car dist. Bean cleaning, ing. 
Reconditioning. Billing. Financing. — 
REPRESENTED BY—New York, Centra! Distri- 
bution Bureau; Chicago, National Warehousing 
Service; San Francisco, E. M. Ingals, 112 Market. 


























‘INDIANAPOLIS, IND. 


Indiana Terminal and 
Refrigerating Company 
Established 1910 kr) Incorporated 


Cold Storage Merchandise Storage 
F. S. Schneider R. H. Volz 








DETROIT, MICH. 


Commercial Warehouse 
Established 1935 * Incorporated 


L. J. McMillan 1965 Porter St. at Vermont 
General Manager (Tel.—Randolph 8723) 
FACILITIES—80,000 sq. ft.; Slow burning, re- 
inforced concrete & brick const.; Floor load, 250 Ibs. 
Ins. rate, 7.7c. Siding on Mich. Cent.; cap., 8 cars. 


SERVICE FEATURES—Bonded: U. S. Int. Rev. 







KANSAS CITY, MO. 
Crooks Terminal Warehouses 


Established 1913 * Incorporated 
A. J. Crooks 1104 Union Avenue 
Gen. Mgr. (Tel.—Victor 2424) 


FACILITIES—3 locations: 322,000 sq. ft.; Rein- 
forced concrete and brick const.; Floor ak 250 Ibs.; 
Sprink. sys. Ins. rate, 10.6c. Sidings on Un. Pac., 
































o. Pac. & Frisco R. Rs.; cap., 23 cars; free switch. 
Sec. and Treas. Manager and cs oe yoy car 7, Motes freight SPECIAL SERVICES— Bonded: Licenced, U.S. 
‘ termina pace for lease: torage; ce. Wh t; U. S. Cust Stat Pool car dist. 
230-248 S. Pennsylvania St. REPRESENTED BY—Distribution Service, Inc. Mote ¢ trans a ym 4 "Container. service. 
(Tel.—Riley 8661) ACCESSIBILITY—Loca in heart of Detroit's ASSOCIATIO _A. W. A. (Mdse); Mo. W. A. 
Faciliti wholesale and jobbing districts. Watch Display peek bo... on Back Cover! 
acilities 


MERCHANDISE—202-230 S. Pennsylvania St.: 
196,000 sq. ft.; Fireproof, brick and concrete const.; 
Floor load 200-300 Ibs.; Sprinkler sys.; Private 
watchmen. Insurance rate, 10.4c. Siding on 
Pennsylvania R. R.; capacity, 8 cars; free switchin 
all lines. Motor truck platform: capacity, | 













GRAND RAPIDS, MICH. 







SAINT LOUIS, MO. 
S. N. Long Warehouse 








Columbian Storage & Transfer Co. 















trucks; sheltered. Established 1921 Incorporated Established 1903 
COLD STORAGE—236-248 S. Pennsylvania St.: Barend Zevalkink 435 S. Ionia Ave W. F.L theG sot S 

: ; : : ’ ° . . F. Long it ratiot Sts. 
donot’; Floor load: 200.250 Ihe, Spake eye ADT. President (Telephone—94368) Manager * (Tel.—Main 2910) 
and private watchmen. Insurance -rate, 1!1.Ic. FACILITIES—90,000 sq. ft.; Non-fireproof, mill FACILITIES—100,000 sq ; slow burning, heowy 
Siding on Indianapolis Union Ry.; capacity, 6 cars; const.; Watchman. Ins. rate, 76c. Siding on mill const.; Floor load 205-3 40s _ ie Og A.D 
free switching all lines. Motor truck platioeuns Mich. Cent.; cap., 8 cars; free switch. Ins. Rate, 20c. Siding on Term. 


Capacity, 12 Babe sheltered. 


Service Features 
Bonded: U. S. Customs. Pool car distributors. 
Space for lease: Storage; Office. Cold Storage for 
all perishable food products. 


Represented By 

Chicago, North Pier Terminal Co. (See listing); 
Cleveland, National Terminals Corp. (See listing); 
Milwaukee, National Terminals Corp. (See listing); 
New York, H. G. Stouffer, Eastern Representative, 
National Terminals Corp., 25 Beaver St. (Tel. 
Hanover 2-1172); Toledo, National Terminals Corp., 
247 Morris St. (Tel.—Adams 8275). 


Associations 
A. W. A.; Whsmn's Asso. of Indianapolis. 


Completeness—Convenience 
COMPLETENESS— Available in this terminal, in 
addition to cold storage (largest in Indiana) and 
general warehousing facilities, are ground floor store 
rooms, and a public parking garage. 
CONVENIENCE—A location within three blocks of 
the retail and wholesale districts makes this the ideal 
center to serve both Indianapolis and environs. 


SERVICE FEATURES—Pool car dist. Motor 
nae term. and transport service—company 
rated trucks ay trailers throughout W. Mich.— 
Picku and del. for P. R. R. and Univ. Carloading Co. 
REPRESENTED BY —Allied Distribution, Inc. 
ASSOCIATIONS—A. W. A. (Mdse.). 


SERVICE FEATURES—Bonded: (Ae, U. 
Whs. Act; State. Pool car dist. Separate dt 
space for Red Label roducts at no increase in 
insurance. Space for lease. Motor service. 
REPRESENTED BY—Distribution Service, Inc., 
and Associated Warehouses, Inc. 





















Distribute Products 
in 32 States 


Major Shippers 
Must Use Warehouses 





























TRAFFIC WORLD industrial subscribers 
ship in such volume that 69.1% find it 
necessary to use warehouses. The average 
number used by these companies is 32. 


TRAFFIC WORLD shipper subscribers 
distribute their products, on the average, 
in 32 states—44.1% distribute in all 48 


states. 
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NEW YORK, N. Y. 
Lehigh Harlem River 


om Terminal Warehouse, Inc. 

om Established 1929 * Incorporated 

peed A. H. Loomis 385 Gerard Ave. 

bine President (Tel.—Mott Haven 9-4297) 
Facilities 


>utors. 
e. 
» Inc. 


1A. 


Gerard Ave. at E. 144th St. & Harlem River, 
Bronx: Fireproof, steel & concrete const.; Floor 
load, 250 Ibs. Sprinkler sys.; Automatic Fire Alarm 
Co.: Railroad Watchman. Ins. Rate, 15.4c (90%). 
Siding on Lehigh Valley; capacity, 15 cars. Shel- 
tered truck plat.; capacity, 6 trucks. 





Service Features 


Pool car distributors. Adjacent to up-town gro- 
cery center—most convenient location from which 
to serve all upper New York, Harlem and the Bronx. 
Current balance-in-stock immediately available 
by telephone. Federal licensed sampler. Clean 
floors—orderly arrangement. 


OUR NEGOTIABLE WAREHOUSE RECEIPTS 


are accep by banks as collateral for loans against 
merchandise and new automobiles stored in our ware- 
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ildings: house. 
seast. ; Associations 
ar Warehousemen’s Association of Port of N. Y. 
Sense: Bronx Board of Trade. 
r truck 
yer ROCHESTER, N. Y. 

otor 
aapen Rochester Ice & Cold Storage Utilities, Inc. 
freight. Established 1926 
) Cmmee Wm. M. Scott P. O. Box 940 
+~ Mgr., Storage Dept. (Tel.—Monroe 1880) 
ais pit FACILITIES—1980 East Ave.: 55,000 sq. ft.; 

: Brick and heavy mill const.; Floor load 150-300 lbs.; 
-—since A. D. T.; Watchmen. Ins. rate, 85.5c. Route cars 
rst_con- “NYCRR, delivery at Brighton Station.” 
neet the SERVICE FEATURES—Licensed: State. Cold 
oblems. Storage—fruits, vegetables, meats, dairy and other 
tricts of products requiring refrig. Common Storage—f 
it house lines and non-odorous, non-inflammable products. 
unicipal ASSOCIATIONS—A. W. A. (C.S.); N. P: B.& E 
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Features That Govern 
Traffic World Plan of 
Distribution Data 










venue 
2424) 

.; Rein- 
250 Ibs.; 
Jn. Pac., 


e switch. 

1. It is restricted to such reputable dis- 
tribution services as are of interest to 
major shippers. 


‘ar dist. 
service. 


: Cover! 


2. It co-ordinates data regarding ware- 
houses and transportation agencies so 
that wanted information dovetails. 


se 


iot Sts. 3. It is made graphic by the use of a map 


2 2910) soon to be distributed. 
vty 
4. It unifies sales and distribution by 
fi U. §. mapping distribution areas so that they 
crease in may be made to fit sales territories. 
— Inc., 


5. It gives dependable, up-to-date in- 
formation by providing for monthly 
revisions. 


6. It is simple and free from complicated 
codes and cross references. 


ses 

7. It follows a uniform plan in its 
oscribers presentation of data. 
find it 
average 8. It fulfills the specifications given by 
is 32. representative shippers. 





Colonial Warehouse & Transfer Co. 


Established 1923 


W.H. McMurtry 1132 N. W. Glisan St. 
President and Manager Dept. A (Tel.—Bdy. 2643) 
FACILITIES—Unit 1: 
50,000 sq. ft.; Slow burning, brick and mill construc.; 


Sprink. s 
NW 4th Ave.; 85,000 sq. ft.; Shows burning, brick- 
mill construc. ; 


units: Watchmen oa Sidings. 
a FEAT ES Bonded. 


owned pate uipment. 
REPRESENTED BY Kili ied Distribution, Inc. 






Established 1864 
H. M. Clark 


President (Tel.—Br. 6444) 
FACILITIES—50,000 sq ; Slow burning, brick 
const.; Sprink. sys.; A. Db: rt Watchmen. Ins. rate, 


22c (90%). 
Free switch., all lines. Motor truck plat.: cap., 
8 trucks; Sheltered. 

SERVICE FEATURES—Bonded: U. S. Customs. 
Pool car dist. Motor trans. service. Space for lease. 
REPRESENTED 
ASSOCIATIONS—A. W. 


Manning Warehouse & Transfer Co. 


Established 1907 
W. G. Manning 


FACILITIES—70,000 sq. ft.; Slow burning, mill 
const.; 
Sidin 
SER 

Pool car dist. 
REPRESENTED a Warehouses, Inc. 
MEMBER— 


THE HUB OF DISTRIBUTION in the 


Northwest—overnight service to all Northwest cities. 


A. B. Efroymson 
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PORTLAND, ORE. 





Incorporated 






1132 N. W. Glisan St.; 






‘Ins. rate: % cov.) Unit 2: 734 





Ins. rate: 36c (90% cov.) Both 






Pool Car. 





Space for lease. 











PORTLAND, ORE. 
Holman Transfer Co. 





Incorporated 


1306 N. Y. Hoyt St. 


























Siding on Terminal Co.; Cap. cars; 











BY— pee Chain of Warehouses. 


A. (Mdse.); Ore. W. A. 





PORTLAND, ORE. 


Incorporated 


911 N. W. Hoyt St. 
(Tel.—Broadway 2411) 





President 


Sprink. sys.; Watchmen. Ins. rate, 22.2c. 
on Terminal Co.; 3 cars; Free switching. 
CE FEATURES— Bonded: U. S. Customs. 


Motor trans. service. 


A. W. A. (Mdse.); Nat. Fur. W. A. 
Pacific 

















































































CLEVELAND, OHIO 
National Terminals Corporation 
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FORT WORTH, TEXAS 


Texas and Pacific 
Terminal Warehouse Company 


o 


70 Jennings Avenue 
(Tel.—2-6371) 


Established 1931 Incorporated 


L. C. Porter 


General Manager 





Facilities 
Property leased: 490,000 sq. ft.; Fireproof, brick 
and concrete const.; Floor load 250-350 Ibs.; Sprinkler 
sys.; A. D. T. and watchman service. Insurance 
rate, I2c (with 80% coinsurance, 8c). Siding on 
The Texas and Pacific Railway Company; Capacity: 
30 cars; Free switching, all lines. Motor Truck 
platform: capacity 50 trucks; sheltered. 


Service Features 


gg — e; Pool car distributors. Dray- 
age. Sy storage; office; display. 
nded: os Cosheinane State; State Liquor 


Control Bossd. Cold Storage operated by Mer- 
chants Cold Storage Company. 


Associations 
A. W. A.; SW Whsmn’s Assn. 
Convenience 


Located in geographic center of Fort Worth, in whole- 
sale and retail district. 





Pay 85% of Annual 
Railroad Freight Bill 


TRAFFIC WORLD  shipper-subscribers 
pay 85% of the annual railroad freight bill 
and ship about % of the total tonnage 
carried by railways, trucks and domestic 
water lines. 





1200 West Ninth Street 


(Tel.—Cherry 4170) 


Vice-President 
Facilities 


National Terminals, 1200 W. Ninth 
St.: Property owned; 516,000 sq. ft. (Cold 
Storage, | ,500,000 cu. ft.); Fireproof, brick 
and reinforced concrete const.; Floor load, 
250 lbs.; Sprinkler sys.; Watchmen. Insur- 
ance rate, 10.7c. Siding on C.C.C. & 
St. L.; capacity, 63 cars; free switching all 
lines. Motor truck platform: capacity, 


65 trucks; Sheltered. 


Dock Terminal, 1150 Main Ave.: Prop- 
erty leased; 30,000 sq. ft.; Fireproof, steel 
construction; Floor load, unlimited; Watch- 
men. Insurance rate, 58c. Siding on 
Balt. & Ohio; capacity, 21 cars; no recip- 
rocal switching. Motor truck platform: 
capacity, 10 trucks; Sheltered. Water 
dock: Length, 500 ft.; draft, 18 ft.; two 
high speed Gantry cranes and other modern 
handling devices provide expeditious and 
economical handling of all classes of pack- 
age cargo. 


Overlakes Terminals, 900 E. 54th St. (at 
Lake Erie); 200,000 sq. ft.; Fireproof, con- 
crete const.; Floor load, 250 lbs; ae 
Insurance rate, 35c. Siding on N 
Cent. Motor truck platform: otic 
9 trucks; Sheltered. Water dock: wpacity. 
500 ft.; draft, 20 ft.; electric and gas cranes 
and other modern handling equipment. 


© D 


F. V. Prusa 


Manager 


Service Features 


Pool car distributors. Space for lease: 
Storage; Office; Light manufacturing. Cold 

torage: Fruits and vegetables; meats and 
sh; poultry and dairy products; frozen 
fruits. Pick up freight station (C. C. C. 
& St. L.) in Ninth Street Terminal, elimi- 
ng cartage charges on shipments via this 
ine. 


Completeness 


Equipped to handle economically and ex- 
peditiously shipments to be received or sent 
by rail, boat or truck and facilities for both 
dry and cold storage, makes National Ter- 
minals Corporation service complete. 


Discover through investigation the 
adequacy of the National Terminals Cor- 
poration to serve the specialized needs of 
your company in Cleveland. 


Represented By 


Chicago—North Pier Terminal Co. 

Indianapolis—Indiana Term. & Refrig. Co. 

Milwaukee—National Terminals Corp. 

Toledo—National Terminals Corp. 

New York office—25 Beaver St. Phone 
Hanover 2-1172. 


Associations 


A. W. A. (Mdse. & C. S.); Ohio Whsmn’s. 
Asso.; Int. Apple Shippers. 
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GDEN, UTAH 


Western Gateway 
Storage Company 


Established 1927 
W. D. Brown 


General Manager 


Incorporated 


390 Exchange Place 
(Tel.—Exchange 4560) 


FACILITIES—Pro * owned—Financial _re- 
sponsibility, $1,000, 80,000 sq. ft.; Slow burning, 
‘*?.3 ond concrete const.; Floor load, 450 |bs.; 
; Watchmen. Ins. rate, 39c. Siding on 
Oxden Vision Ry.; cap.; 9 cars; Free switch. all lines. 
otor truck plat. : cap., 20 trucks; Sheltered. 
SERVICE FEATURES—Bonded: U. S. Int. Rev. 
Pool car distributors. Motor transport service. 
Space for lease: Storage: Office. Cold storage 
suited to all gener requiring such storage. Every 
commercial warehouse service performed. Field 
Warehouse set-up throughout Intermountain states. 
ASSOCIATIONS—A. W. A. (Mdse. & C. S.); Utah 
Whsmn's Asso. 
INVESTIGATE OGDEN’S ADVANTAGES—Save 
as much as two days’ time by serving Northern 
Utah, Southern Idahe, Eastern Nevada, and Western 
Wyoming from Ogden. Study the geographic 
advantages it offers as a railway and A mm center 
from which to distribute your products. These facts 
together with our modern facilities and the complete 
warehousing services we offer explain why those who 
ag ena in the Mountain States are making Ogden 
“key center. 


LT LAKE CITY, UTAH 
Security Storage & Commission Co. 


Established 1905 Incorporated 


H. L. Love 230-40 S. 4th West St. 
Manager ( Tel.— Wasatch 6493-4) 
FACILITIES—230-40 S. 4th West St. and 236 
Woodbine St.: 100,000 sq. ft.; Slow burning, brick 
const.; Floor load, 150-325 lbs.; Sprink. sys. (4th W. 
St.); A. D. T.; Watchmen. Ins. rate, 20c. Sidings 
on D. & R. G. W. and West. Pac.; free switch. 
SERVICE FEATURES—Pool car distributors. 
Motor transport service. Space for lease. 
REPRESENTED BY—American Chain of Warehouses. 
ASSOCIATIONS—A. W. A. (Mdse.); Utah W. Asso. 


LT LAKE CITY, UTAH 


Dooly Terminal Warehouse 
“IT’S THE LOCATION” 
Established 1934 
A. J. Lindsey 


Manager 


Incorporated 


213 So. First West St. 
(Tel.—Wasatch 2332-2333 


FACILITIES—55,000 sq. ft.; Slow burning, brick, 
steel and mill const.; Floor load 250 Ibs.; Sprinkler 
sys.; A. D. T.; private watchman; gy rate, |4c. 
Interurban mauerie ) ain: ca 8 cars; free 
switching from all R. R's. ‘Sheltere motor truck 
and railroad docks. 


SERVICE FEATURES—Bonded: U. S. customs 
and erm Pool car distributors. Merchandise 
stora collections made and promptly paid; 
exten ie all functions of a branch house except the 
actual selling. Free pick-up and delivery service 
from warehouse to transportation depots. Office 
space; modern equipment for quick service. Ex- 
Pperienced management. 

REPRESENTED BY—Allied Distribution, Inc., 
Chicago, 1525 Newberry Avenue, (Tel.—Monroe 
5531); New York, \1 Ww. 42nd St., (Tel.—Penn. 
6-0968.) 

ASSOCIATIONS—Utah Warehousemen’s Asso. 


IDEALLY LOCATED—On the edge of Salt Lake's 
business and financial district and right in the center 
of the jobbing section—in the heart of all business 
activity, and the most desirable location in Salt 
Lake City. 

Our negotiable receipts are accepted by banks as 
collateral against Merchandise stored in warehouse. 
Prompt delivery service. 


SEATTLE, WASH. 


Olympic Warehouse & 
Cold Storage Co. 


Established 1931 ke) 
J. R. Goodfellow 


President 


Incorporated 


1203 Western Ave. 
(Tel.—Seneca 2466) 


FACILITIES—Cold Storage, 144,000 cu. ft.; Dry 
storage, 66,000 sq. ft.; Rentals, 20,000 sq. ft. 
Fireproof, brick const.; Sprinkler system; Insur- 
ance rate: 12.8c. Siding eee with all rail lines. 
SERVICE FEATURES: Bonded: U. S. Customs; 
State; State Liquor Control Board. Pool car dis- 
tributors. Office rentals (modern facilities, 
nominal rentals, telephone and stenographic service). 
REPRESENTED BY—Central Distribution Bu- 
reau: Chicago and New York. 
ASSOCIATIONS—A.W.A. (C.S.); Wash. State 
Whsmns. Asso. 

OTHER DATA—Our negotiable warehouse receipts 
are accepted by banks as collateral for loans against 
merchandise stored in our warehouse. sg drayage 
we use the Lloyd Transfer Co., one of the most 
efficient trucking firms in the city with a fleet of 
25 trucks equipped to handle merchandise of any 
size or nature. 


A “Controlled” 
Directory Service 


THE TRAFFIC WORLD directory 
service has been designed to co- 
ordinate the various agencies of dis- 
tribution with the “Distribution 
Map” and with each other. The 
directories are so organized that they 
will aid in the co-ordination of all the 
steps in distribution, and each will 
add to the value of the others. 


1. They will give traffic and sales 
managers exactly the data they 
want. j 


. They are free from complicated 
cross references—the ‘“‘Distri- 
bution Map” is the key and 
THE TRAFFIC WORLD di- 
rectories supply the detailed 
information. 


. They furnish dependable data 
by providing for monthly re- 
visions. 


. They are restricted exclusively 
to reputable companies of the 
types specified by industrial 
shippers. 


UTAH — WASHINGTON — WEST VIRGINIA — WISCONSIN 


SEATTLE, WASH. 
United Warehouse Company 


Established 1901 
T. W. Martin 


General Manager 


Incorporated 


1990 Railroad Ave. 
(Tel.—Main 8137) 
FACILITIES—1990 Railroad Ave.: 110,000 : 
Slow burning, brick const.; Aero Alarm. 24 W. Con- 
necticut St.: 100,000 sq. ft.; Slow burning, concrete 
const. Both Units: Floor load, 350-500 Ibs.; Sprink. 

sys.; Watchmen. Ins. rate, 12.9c. oe . 
SERVICE FEATURES—Bonded: Licensed, 

Whs. Act; U: S. Int. Rev. and Custs.; State; ate 
liquor; Privately. Pool car dist. Motor term. 
ASSOCIATIONS—A. W. A. (Mdse.). 


HUNTINGTON, W. VA. 
Huntington Warehouse Corporation 


Established 1920 


H. B. McGrew 1647 Seventh Ave. 
Treas. & Mgr. * (Telephone—41 39) 


FACILITIES—44,000 sq. ft.; Slow burning, con- 
crete block const.; Floor load, 250 Ibs.; Sprink. sys.; 
Watchmen. Siding on Ches. & Ohio; cap., 8 cars; 
free switch. Motor truck plat.: cap., 8 trucks. 
SERVICE FEATURES—Pool car dist.; Motor ft. 
term.: Company owned line and —— lines 
serve W. Va.. So. Ohio and East. Ky. 
REPRESENTED BY— ~«" Chale of Warehouses. 
ASSOCIATION: A. W. (Mdse.). 


MILWAUKEE, WIS. 


*D mes, G. J. Hansen 


He President 
Established 1904 7 126 N. Jefferson St. 
Incorporated , 


(Tel.—Daly 5770) 
FACILITIES—18 warehouses: 436,000 %, 2 


Slow burning, mill construction; Floor load, 

Ibs.; Sprink sys.; A. D. T.; Wa ‘tchmen. Ins. rate, 
20.7c. Siding on C. & N. W.; cap., 40 cars. Water 
dock: Length, 840 ft.; draft, 22 ft. 

SERVICE FEATURES—Bonded: U. S. Customs; 
State. Pool car dist. Motor truck terminal. 
REPRESENTED BY—American Chain of Ware- 
houses and Interlake Terminals. (A. W. A.). 


MILWAUKEE, WIS. 


National Terminals Corp. 
Established 1929 y& D 
Willis Warren 


Manager 


Incorpora ted 


954 S. Water St. 
(Tel.—Mitchell 5645) 


Facilities 


80,000 sq. ft.; Fireproof, concrete const.; 
Floor load 250-350 lbs.; Watchmen. Ins. 
rate, 3lc. Siding on Chi. & N. W.; 
capacity, 65 cars. Motor truck platform: 
capacity, 20 trucks. Water Dock: Length, 
1400 {t.; Draft, 21 ft. 


Service Features 


Bonded: U.S. Customs; State. Pool car 
distributors. Motor freight terminal. 
Stevedoring. Docks so located that boats 
may reach terminal without opening bridges 
—there is sufficient water so boats may turn 
at point of terminal. Direct boat service 
to and from the Great Lakes, European and 
Eastern Seaboard ports. Daily boat serv- 
ice the year merch j caved Muskegon, Mich., 
for package freight, loaded automobile 
trucks and new automobiles. 


Largest handlers and storers of new 
automobiles in Wisconsin. Private slip for 
direct transfers between boats and cars. 


Represented By 


Chicago—North Pier Terminal Co. 

Cleveland—National Terminals Corp. 

Indianapolis—\ndiana Term. & Refrig. Co. 

Toledo—National Terminals Corp. 

Dery Sam —25 Beaver St. (Phone, Hanover 
1172) 


Associations 
A.W.A.; Wisconsin Warehouse Asso. 
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model roadbed — well graded and 

smooth, with deep stone ballast, and 
surmounted by the heaviest steel rail — 
is the foundation for the fast merchandise 
freight service maintained by the Norfolk 
and Western Railway between the Midwest 
and the Virginias and Carolinas, and be- 
tween the North and the South. 

A roadbed is, perhaps, of little signifi- 
cance to the average shipper. But to the 
railroad man, it means speed with safety, 

reine: dependability and efficiency in operation. 

ies The roadbed of the Norfolk & Western 

ay turn | is one of the elements that has helped to 

service nake Precision Transportation the favored 
service of thousands of shippers through- 
ut the nation. 


PRECISION TRANS P GeRTAT 








The Traffic World 


The 


Stay-at-home 
P.& P.U. 


P. & P. U.—the exception among railroads—does 
not go places. It stays at home in Peoria where there 
is its particular kind =) work to be done. 


Alll it does is to “run circles," but in circling around 
it calls on fourteen of the country's trunk line railroads. 
From them it picks up freight from Maine and South 
California, Texas and Washington, Mexico and Canada, 
also intermediate points and foreign parts. With them 
it leaves freight ned for the same places—all so 
that your freight and that of thousands of other shippers 
may be interchanged and on its way in the shortest 
possible time. 


Nothing stays with us very long. Our job is to 
shorten the time between you and your customer and 
that we do well. 


Many industries have their homes on the P. & P. U. 
use there they are in close touch with the world. 


Remember in 1936 
Ship via 


P. & P. U. Ry. 
and Peoria. Illinois 


For information write 


E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois 


PEORIA ax» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 
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Digest of New Complaints 


No. 27282, J. B. Easterlin, Jr., Montezuma, Ga., vs. B. & O. et al. 

Rates, peaches and green beans, in one car, Macon, Ga., re- 
consigned to Grand Rapids and Detroit, Mich., in violation of 
sections 1 and 6 the carriers having presented undercharge bills 
on a consideration of articles as two separate carloads. Asks an 
order requiring the defendants to waive outstanding alleged under- 
charges and reparation. (Alexander Golbus, atty., 1425 South 
Racine Ave., Chicago, Ill.) 

. 27283, Edna M. Reynolds and James M. Reynolds, Detroit, Mich., 
vs. C. M. St. P. & P. et al. 

Alleged violations of sections 6, 8 and 20 of the interstate com- 
merce act and section 42 of the bills of lading act in connection 
with the shipment of personal effects from Elgin, Ill., to Detroit, 
Mich., by reason of the issuance of a limited liability bill of lad- 
ing instead of full liability bill of lading for the goods alleged 
to have been damaged. Ask reparation of $254.45. (James Reyn- 
olds, 437 W. Forest St., Detroit, Mich.) 

. 27284, Board of Trade of the City of Chicago et al. vs. Abilene 
& Southern et al. 

Charges, regulations and practices governing the furnishing 
and installation of grain doors for carload shipments in bulk of 
grain, grain products, seeds and other farm products provided 
for in Kipp, Cummins, Peel and Toll’s tariffs in the western 
and mountain-Pacific districts in violation of sections 1 and 6. 
Asks for new charges, regulations and practices and reparation; 
also for an order requiring carriers to waive the collection of 
charges. (R. A. Kelly, chairman of the transportation committee 
of the Board of Trade of Kansas City, Mo.) 

. 27285, Ely Distributing Co., Salt Lake City et al. vs. Bamberger 
Electric et al. 

Rate, sugar, Crockett and San Francisco, Calif., to Salt Lake 
City, Provo and Ogden, Utah, and Elko, Nev., in violation of sec- 
tion 1. Ask new rates and reparation. (H. W. Prickett, practitioner, 
428 South West Temple, No. 7, Salt Lake City, Utah.) 


COLLEGE OF ADVANCED TRAFFIC I. C. C. ARGUMENT 


The 1936 graduating class of the College of Advanced 
Traffic, Chicago, will conduct a model argument before the 
Commission in the school class rooms the evening of Febru- 


ary 4. 


NEW REFRIGERATOR CARS FOR P. F. E. 


Three thousand new refrigerator cars will be added to the 
equipment owned by the Pacific Fruit Express Company in 
1936, according to Carl R. Gray, president of the Union Pacific. 
The Pacific Fruit Express is owned jointly by the Union Pacific 
and the Southern Pacific. The new cars will be put in opera- 
tion on those two railroads and on the Western Pacific, where 
Pacific Fruit Express Cars are used under contract. The new 
cars will include every refrigerating protective device known 
and every detail of modern car construction. The Pacific Fruit 
Express now has 36,000 cars as compared with 6,600 when it 
was organized in 1907. 


NEW CHICAGO-TWIN CITY ZEPHYRS 

The Chicago, Burlington and Quincy announced, January 
31, plans for replacing the three-car Zephyr trains now operating 
between Chicago and the Twin Cities with seven-car stainless 
steel diesel powered trains of the same general type and con- 
struction. The result will be to increase train capacity from 
80 to 200 passengers. Since the service was started with the 
three-car trains, in April, 1935, they have carried capacity 
loads almost continuously and have at times been supple- 
mented with added sections of conventional cars hauled by 
steam engines. 

The new trains will have an outside width of 10 feet as 
against 9 feet one inch of the trains now in service. In addi- 
tion to the features of the other Zephyr trains—such as com- 
plete air-conditioning, low center of gravity, etc.—the new 
trains will carry a complete dining car. The coaches and 
lounge cars, though of the general Zephyr type, will be larger 
than those in use at present. 

While no announcement as to the schedule of the new 


trains has been made, it is expected they will each make a round 
trip Song yo Twin Cities and Chicago daily, a distance 
Inland Waterways Corporation 882 miles, as do the trains now in service. These will be 
Chieage & North Western Ry. ’ 
Chicago, Burlington 4 dutney R. R. pag hy fA elsewhere on the Burlington system when the new trains are 
Sieeatrbsienet Ceres? Pood Yembal Raa = 
+» Cin., Chi. & St. Leuls Ry. o tora The two new trains, together with two for the Chicago 

ee ae oe Denver run already ordered, will increase the Burlington 
Zephyr fleet to eight and the total investment of the railroad 
in Zephyr equipment to $5,000,000. 


Soate 6 gvite Union Ry. Co. iilinols Central R. R. 
pe LY . a Fe Ry. iMinois Terminal R. R. System 
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The Traffic World 


5 or 10 years 
from now? 


Where Will You Be 


Still in your present work? At the same old salary? You hope 
not. By 1939 or 1944 you hope to be far ahead. But there’s a 
surer way than “hoping’’—the way of expert training in Traffic 
Management, which helps you get the greater ability bigger 
jobs and better salaries always require. Make surer of what 
you want by the spare-time training that has enabled hundreds 
to reach bigger pay in Transportation. Our 64-page FREE 
book gives you the entire story. No obligation. Write for it— 
as your first step toward a future full of larger opportunities! 


Address Dept. 295-T 
LaSalie Extension University, Chicago, Ill. 
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ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Successer to Keene & Ames 


Formerly Atterney and Examiner 
Interstate Commerce Commission 


Transportation Bidg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 


TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Rail and Truck Costs 
Specialists 


and Statistical Analyses 
815 Mills Bidg. 


WASHINGTON, D. C. 
Statistical HENRY J. SAUNDERS 


Consulting Engineer, Statistical and 
and Accounting Analyst. 
Studies of Operating Costs and Traffic. 
Cost 
and Other Transportation Agencies. 
Analyses 644 Transpertation Bidg. Washington, D. C. 


Accounting and Statistical Matters. 
lreads 
PTTTi Ii iiii iii 
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Docket of the Commission 


NOTE—lItems in the docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Current cancel- 
lations and postponements announced too late to show the change in 
this docket will be noted elsewhere. 


February 3—Denver, Colo.—Public Utilities Commission—Examiner 


Griffin: 
27119—Western Feldspar Milling Co. vs. Ann Arbor et al. 


February 3—Washington, D. C—dAssistant Director Boles: 

Finance Nos. 8263 and Subs. 1, 2, 3 and 4—Interlocking directorate 
applications of George A. Tomlinson. 

February 3—Washington, D. C.—Examiner R. T. Boyden: 

* Finance No. 9918—Missouri Pacific Railroad Co. reorganization (fur- 
ther hearing on petition of Charles H. Thornton, James M. Kemper 
and A. J. Sevin). 

February 4—Denver, Colo.—Rooms of the Public Utilities Commission 
—Examiner Griffin: 

27036—A. D. Radinsky vs. B. A. & P. et al. 

February 4—Washington, D. C.—Director O. E. Sweet: 

Finance No. 9918—Missouri Pacific Railroad Co. reorganization. 

February 4—Washington, D. C.—Examiner M. L. Boat: 

Fourth Section Application 13470 et al.—Rates from, to and between 
points in southern territory. 

February 5—Washington, D. C.—Examiner Konigsberg: 

22968—Borden Southern Co. vs. N. C. & St. L. et al. 

February 5—Washington, D. C.—Argument: 

1. & S. 4012 and 1st Sup.—Paper stock in official territory. 

February 6—Lincoln, Neb.—Hotel Cornhusker—Examiner Griffin: 

27171—L. W. Johnson, etc., co-partners, Grand Island, Neb., doing 
business as Johnson Cash-Way Lumber Co. et al. vs. Union Pa- 
cific. 

February 6—Washington, D. C.—Argument: 

26634—-Merchants’ exchange of St. Louis vs. M.-K.-T. et al. 
Air Mail Docket No. 13—In the matter of fair and reasonable rates 
for air mail routes Nos. 9 and 15, operated by Braniff Airways, Inc. 

February 6—Cincinnati, O.—Netherlands Plaza—Examiner Mattingly: 

26843—Allen & Wheeler Co. et al. vs. A. C. & Y. et al. 

February 7—Washington, D. C.—Argument: 

26934—Northern Supply Co. vs. M. St. P. & S. S. M. 
26972—Marshfield Milling Co., Inc., vs. C. & N. W. et al. 
27001—New Richmond Roller Mills Co. vs. M. St. P. & S. S. M. 

February 7—Washington, D. C.—Examiner Esch: 

27254—Hudson County Coal Dealers’ Assn. vs. C. R. R. of N. J. et al. 
February 10—St. Louis, Mo.—Coronado Hotel—Examiner Mattingly: 
Fourth Section Application 15739—Coal to northeastern Arkansas and 
southeastern Missouri—Filed by L. & N. 
Fourth Section Application 16042—Coal from Kentucky to Arkansas 
and Missouri—Filed by the Missouri Pacific. 


= Huber? 
S. Calumet Ave. 
MOTOR EXPRESS 


Daily Refrigerator Service Between 


CHICAGO LEXINGTON, KY. LOUISVILLE, KY. KNOXVILLE, TENN. 
Connecting lines serving all points in Kentucky, Tennessee, 
North Caroline, South Carolina and Georgia 


1001 
W. Main St. 


Chicago Louisville, Ky. 


A Motor Freight Transportation System—Serving ILLINOIS, INDIANA and IOWA 


Terminals: 
Michigan City, Ind 
sth Bend, Ind 

Fort Wayne 


De Kalb, Il 
Reckford, | 
Sterling, | 
Peoria dianavolis. Ind POOL 
Daverport Des Moi 


cinneti, Ohio 


KEES HIN «& 
MOTOR EXPRESS COMPANY 


CAR DISTRIBUTORS 
1 Oe i Dee ee ee 


General Offices 
Cc AG @G 
Freight Terminal 


300 N. Canal Street 


Telephones 


DEArborn 9200 to 9215 


SERVICE 


Ce Cee itaee ities ATOR and POU EER YY CARS 


Pbodern i ur desiqn-mainlained in perfect condition 


Wap EE EEE 


AMERECAN CAR CORP. 
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a So. 2, oe eee. Cn Oh Oh Mad, coctkvecnscdtorcedeesicooscees 248 
Cotton, western Tenn. to Gulf ports; fourth sect. ap. 15985..........e.seceeeees 248 
Poultry, dressed, to eastern cities; fourth sect. ap. 16015.........ccccceeeeeesens 248 
Liquors, alcoholic, to New Orleans; fourth sect. ap. 15942............000.0.000- 249 
Birkenheuer, John, et al. vs. A.-J. R. BR. Co. et al.; No. 26743; coal........... 249 
Daw, E. A., vs. Ry. Express Agency, Inc.; No. 27027; strawberries............. 249 
Coal, anthracite, from Pa. to Rutland, Vt.; fourth sect. ap. 16140. -. 249 
Manure between points in Fla.; fourth sect. ap. 16050 <s .. 249 
Charcoal from Mich. and Wis.; fourth sect. ap. 16027....... -. 249 
Grain from Sullivan and New Lebanon, Ind.; fourth sect. ap. 16026............ 249 
Sugar to Fayetteville, N. C.; fourth sect. ap. 15903...........ccecesccscccceces 249 
Gasoline and kerosene from Norfolk, Va.; fourth sect. ap. 15966................ 249 
Sulphate of ammonia and ammoniacal liquor to the south; fourth sect. ap. 15961. 249 
Guano to Jacksonville, Fla.; fourth sect. ap. 15938.........ccscsecccesseseccceee 249 
Iron and steel, scrap, Cohoes to Buffalo, N. Y.; fourth sect. ap. 15937......... 249 
Petroleum products to Augusta, Ga.; fourth sect. ap. 15904............eceeeeeee 249 
Brick from Neb. to Kan. and Mo.; fourth sect. ap. 15866............eeceeeeeees 249 
Cottonseed between points in Southern territory; fourth sect. ap. 15742......... 249 
Iron and steel articles in Ill.; fourth sect. ap. 14984.........cccccceeceeceeeees 249 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 


their efficiency. You, too, can save here. 
Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 601 West 26th Street 
Telephone: CHickering 4-3520 
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SOUTHERN RAILWAY SYSTEM = 
and subsidiary lines announce, 
4 effective February Sth, UNIVER- AXA Z >: 
=| SAL PICK-UP AND DELIVERY WY i 
| SERVICE on less than carload cee” 
| freight shipments. see 


Where drayage service is se : a 
performed by shipper or ee Convenient and economi- 
receiver, an allowance of cal—Reduce your cartage . 
§c per one hundred pounds costs. 

will be made. oe BeBe? i 














Dependable and expedited 
rail movement in extensive 
package car service affording 
wide distribution. 


Quick and safe deliveries to 
your place of business. 





Call any Southern Rail- 
way System Agent or 
Representative. 


ERN 


SYSTEM 







No delay in remittances 
—Cash quickly returned. 










i 2 
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February 8, 1936 


DAILY | 
PASSING REPORTS 1 
Keep You Posted { 
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WESTERN MARYLAND 
RAILWAY 


Has available in its various outside agency offices i ; 





daily reports on the passing of cars at Connells- t 
ville, Pa., and Hagerstown, Md. These reports ae 


are furnished traffic representatives in: ht 
ie Baltimore, Md. Detroit, Mich. Pittsburgh, Pa. ee 
Chicago, Ill. Elkins, W. Va. Reading, Pa. LE 
Cincinnati, O. Hagerstown, Md. San Francisco, Cal. ; 


Cleveland, O. New York, N. ¥. York, Pa. 
Cumberland, Md. Philadelphia, Pa. Youngstown, O. 
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STEEL & EGGS if’ 


Both require the : ame great care in handling 


oh ewe 
SEE ae ES “lite see" 
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WE TAKE PRIDE in a unique and unusually large _to a distant eastern market, receives swift, careful and | *** 
shipment recently handled over our lines. safe delivery of his fragile poultry produce; so also 


Four steel girders—each one weighing 52 tons, 149 , does the steel manufacturer get what he wants when S' 
feet 6 inches long, 10 feet 4% inches high and 8 inches _ he makes use of Southern Pacific Lines. The shipment , 
wide. The girders were loaded in pairs, each pair re’ and safe delivery of the four giant steel girders for use an 

u 


quiring three 50-foot length flat cars (see insert above). in the Eastbay approach of the San Francisco Bay Bridge } ,., ; 
Because of the tremendous size, the shipment demanded _ (the largest shipment of its kind ever to cross the conti- 





i 
extra careful handling, being moved only during the _—_ nent ), bears witness to the fact that no job is too big tha: 
daytime and at speeds of 20 miles an hour or less all (or too small) for Southern Pacific to handle. the 
the way from the point of fabrication, Whatever your shipment may be, eggs § *S! 
Ambridge, Penn., to Oakland, Calif. or steel, lumber or livestock, perishables, saic 

Just as the rancher, who sends a carload merchandise or what-not; we will handle it = 
of eggs from his California packing plant swiftly, carefully, safely. par 
whe 

COAST TO COAST TRANSPORTATION ” 

last 

wh 


If 1 





